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Railways and Coal Supplies 
NE of the major problems which has been besetting 
British Railways for some years, and which shows little 
sign of improvement, is the quality of coal available for use 
in locomotives. The present consumption of coal by the 
railways is of the order of 280,000 tons a week, and of this 
amount some 50 per cent. has to be taken in the form of 
lower-grade fuel for which locomotives built for use in this 
country are not adapted. The traditional fire boxes and 
boilers in use on British Railways are designed for high-grade 
locomotive coal, which before the war was in plentiful supply. 
The use of the lower-grade fuel now supplied to British Raul- 
ways, in common with all other domestic consumers, has led 
to difficulties in firing and has had its result all too often in 
bad time keeping. In present circumstances, hcwever, there 
seems little prospect of any considerable improvement in the 
amount of high-quality coal which will be available to the 
railways. Coal is one of the nation’s best export products, 
and the need for ensuring a high level of shipments to coun- 
tries able and willing to pay in hard currency restricts the 
amount of coal available for home consumption. The in- 
creased mechanisation of the mines which has taken place in 
recent years in an effort to secure greater total production has 
resulted in bringing to the surface a higher proportion of 
unsuitable coal and a lower proportion of the large sizes. 
The unfortunate results on the efficiency of British Railways 
of the present coal position are recognised, both by the 
Railway Executive and the Coal Board, but so long as 
national policy demands the maximum export of best quality 
fuel it seems unlikely that substantial improvement in the 
position will be possible. But for the difficulty in obtaining 
more coal, British Railways would have put forward bigger and 
better plans for attracting passengers and increasing their 
revenue this surnmer. 
* * * * 


British Railway Investments in Brazil 

During 1948 there was a decline of £5,382,060 to £207,973,684 
in the total amount of Brazilian securities dealt in on the 
London market. The average return on this money was 3:1 per 
cent., and there was very nearly £34 million which received no 
interest, according to statistics compiled by The South American 
Journal. The railway group of investments has been unfor- 
tunate in its experience. Because of the Government having 
taken over the San Paulo Railway, but not yet having come 
to a decision as to the final amount to be paid, no interest 
has been paid by the company on its ordinary stock. The 
Leopoldina Railway Company has paid no interest on any 
of its securities. The total amount of British investments 
in railways in Brazil is £33,963,729, on which last year 
interest amounting to £336,961, or 0°9 per cent., was paid. 
The amount of capital receiving no interest was £28,489,852. 
The present overall return is the lowest since 1940, when it 
was 0-6 per cent., but the highest it has been in recent 
years is only 2°1 per cent. 

* * * x 

Scottish Bus Nationalisation 

Further progress has been made during the past month with 
the nationalisation of the extensive portion of the bus industry 
in Scotland headed by the Scottish Motor Traction Co. Ltd. 
An extraordinary general meeting of that company, held on 
April 8. passed with one dissentient a resolution approving 
the terms of agreement between the company and the British 
Transport Commission of March 17 last. The operating 
assets of the company have now been segregated between those 
which are passing to the B.T.C. and those which are remain- 
ing with the other S.M.T. shareholders. Two new companies 
were incorporated in Scotland on April 4 for this purpose, 
namely, Scottish Omnibuses Limited, and the S.M.T. Sales & 
Service Co. Ltd. The former has a capital of £50,000, and has. 
taken over the whole of the bus undertaking of the S.M.T., 
but has not taken over any of the shares of any of the sub- 
sidiary companies. The S.M.T. Sales & Service Company has 
a capital of £500,000, and is taking over the motorcar sales 
and garage business of the S.M.T. As soon as the B.T.C. has 
paid the purchase price, it will hold the whole of the share 
capital of Scottish Omnibuses Limited. The purchase price 
of the transferable assets is £20,497,581, but. as the B.T.C. 
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already, owns half the ordinary stock of the S.M.T. (inherited 
from the L.M.S.R. and the L.N.E.R.), it will acquire the 
remaining half of the transport interests of the S§.M.T. for 
approximately £104 million, of which £8,598,791 will be satis- 
fied by the allotment of £8,430.187 3 per cent. British Trans- 
port Wagon stock 1968-73 at 102 per cent., bearing interest as 
from April 1, 1949. The purchase price figure of £20,497,581 
is made up as follows: Passenger road transport undertaking 
of the S.M.T. and ancilliaries £6,000,000; shares held by the 
company in W. Alexander & Son Ltd. £5,727.273; shares in the 
Central S.M.T. Co. Ltd. £4,302,348; and shares in the Western 
S.M.T. Co. Ltd. and its subsidiaries £4,467,960. 


* * * * 
Overseas Railway Traffics 


Declines in United of Havana traffics continued during the 
fortnight ended April 16, when receipts, at $914,440, were 
$215,788 below those for the equivalent period of last year: 
aggregate receipts for the current 41 weeks were down by 
$3,571,348, at $11,420,787. On the Antofagasta (Chili) & 
Bolivia, there were holidays on both the Bolivian and Chilean 
sections, so that traffics in the second week of the fortnight 
under review fell by £17,240. During the week ended April 
10, however, traffics at £79,450, were up by £30,460, and, as a 
result, an overall advance of £13,220 was made for the two 
weeks. On the aggregate, Antofagasta receipts amounted to 
£1,057,600, as compared with £830,800 in 1948. Fluctuations 
in Great Western of Brazil receipts continued during the fort- 
night ended April 16, when an advance by £4,000 in the first 
week was followed by a £1,200 setback. Total traffics for the 
period were £71,500, and for the current 15 weeks are only 
£2,500 below 1948, at £597,600. 


* * * * 


Music for the Passenger 


Nearly ten years of musical broadcasting at Waterloo 
Station have yielded an abundance of data from which the 
value of the installation as a passenger amenity and an aid 
to passenger handling may be assessed. The installation, 
which is dealt with elsewhere in this issue. was the subject of 
a census of public opinion last year, and assimilation of the 
information gathered has revealed not only a widespread 
interest in the music, but an 86 per cent. declaration in its 
favour, some passengers being almost eloquent in their 
praise. The general conclusion was that in tempering 
an otherwise austere atmosphere, the music played a consider- 
able part in attracting passengers and was a definite contri- 
bution to the amenities of the regular traveller. Although 
the contribution of music to expeditious passenger handling 
is more difficult to evaluate, significance must be given to a 
long established association of music and human efficiency 
in a variety of other industrial quarters. Sir Thomas Browne’s 
seventeenth century observation that “ There is music wherever 
there is harmony, order, or proportion” maintains its potency 
today, and, at Waterloo, evidence suggests that these virtues. 
which should form an integral part of the atmosphere at any 
railway terminus, have been both ennobled and enhanced by 
the introduction of music. 


* + 7 * 


Economy in Bridge Strengthening 

A simple and economical method of renewing, under traffic, 
the corroded top flange cover-plates of 50 plate-girder spans, 
forming the superstructure of a viaduct over 3,000 ft. in 
length, is described elsewhere in this issue. This method 
was found to be feasible only after careful investigation had 
shown that traffic could be passed over each span in turn, 
with its cover-plating and cross-bracings secured to the flange 
angles by a minimum of service bolts. This was permissible, 
however, only if stresses due to impact virtually could be 
eliminated by the imposition of a very severe speed restric- 
tion. The minimum number of bolts required was found to 
be 300 for each 80-ft. girder and 140 for each 40 ft. With 
the various preliminary measures, hauling out the old plates 
and drawing in the new, as well as with the necessary restora- 
tion works, the unbolting and bolting-up again of this com- 
paratively small number of service bolts made it possible to 
restrict the periods of line occupation to 14 hr. and 3 hr. in 
the case of two 40-ft. and two 80-ft. girders, respectively. 
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American Railway Operation in 1948 


In a recent statement, Mr. William T. Faricy, President 
of the Association of American Railroads, enlarged on the 
fact that operation of railways in the United States hac never 
been so efficient as in 1948. During that year they had . itried 
an average of 1,175 tons per freight train, the highest figure 
on record, and, as average freight-train speed also had risen 
slightly, the net transportation per hour by the average freight 
train was greater than ever before. Freight ton-m leage, 
though slightly lower than the record peacetime figure for 
1947, was 92 per cent. above that for 1939. Similarly. pas- 
senger-mileage was 12 per cent. lower than in 1947, but 78 
per cent. above the 1939 figure. In 1948 they had spent over 
$14 billion on improvements, which included the provision of 
over 100,000 new freight wagons, another record figure, and 
more than 50 per cent. higher than the corresponding one for 
1947. Despite the efficiency with which a vast volume of 
traffic had been handled, rapidly increasing costs had made 
it possible for the railways to earn a return on the net amount 
invested of barely 44 per cent., out of which interest, rentals, 
other fixed charges, and a large sum towards improvements 
had to be paid before the shareholders received anything 

* * * * 
Track and Structural Improvements Lagging 

As examples of the inordinate rise in costs suffered by 
American railways during 1948, the prices of rails increased 
from $55 to $65 per net ton, or by over 18 per cent.. and 
the price paid for sleepers rose by 17 per cent. during the 
12 months. Labour costs also rose correspondingly and will 
continue to do so during 1949. Such increased costs of all- 
important materials and wages limited return on capital 
and were a menace to the welfare of American railways. 
Another disturbing factor was that the quantity of new rails 
for relaying was unsatisfactory and was considered sufficient 
neither to meet the needs of the great volume of traffic now 
being moved nor to regain ground lost during the war. More- 
over, the number of sleepers laid in 1948 was lower than 
in any recent year, and only just half the number used 
annually for many years before 1930. Though capital 
expenditure on the improvement of fixed property was higher 
than at any time since 1930 and 15 per cent. greater than 
in 1947, it was only 26-5 per cent, of the total spenit on all 
improvements, thus indicating that the ratio continues to fall. 
It would thus seem that track and structural improvements are 
neither adequate nor keeping pace with the provision of roll- 
ing stock and other equipment. 

* * * « 
Flame-Cleaning is Cheaper in Winter 

Two identical 160-ft. through-truss bridge spans, each with 
18.450 sq. ft. of exposed surface and some 54,000 rivet-heads, 
were recently flame-cleaned, wire-brushed, and immediately 
given a primer coat of paint. However, one was so treated 
in the cold weather of November and December in the United 
States, whereas the other was similarly cleaned and painted in 
July and August, when thermometers placed on the bridge 
members registered up to 146° in the sun. The cost of 
the winter-time work was $5,373 or $0-291 per sq. ft., but 
the job done in the summer cost $6,600 or $0°358 per sq. ft. 
The reason given by the Southern Railway (U.S.A.) engineers, 
who supervised both jobs, for this difference in cost is that in 
cold weather there is considerable condensation moisture 
present under the scale, which quickly becomes steam under 
the flame, so quickly as to cause small explosions, which 
aid cleaning by blowing off the scale. In summer, on the 
other hand, the moisture evaporates before treatment, and so 
there are no explosions, and a longer time is required for 
cleaning. Wire brushing and subsequent painting are done 
most effectively while the steelwork is still warm and dry from 


flame-cleaning. 
* & * 


The U.S.A. Diesel Invasion 


As yet the flood tide of substitution of diesel-electric for 
steam locomotive power on the railways of the United States 
shows no signs of abating. During the year 1948, as com- 
pared with orders for 67 steam locomotives, U.S.A. railways 
ordered no fewer than 2,579 diesel units, of a total b.h.p. of 
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3,480,650. It may be admitted that the average b.h.p. of each 
diesel unit is 1,320 only (for many of the diesels for road 
passenger and freight service will be used in twin-, triple-, 
and quadruple-unit formations), but even conceding an 
average i.h.p. of 5,000 for the modern steam locomotives, the 
latter still form no more than one-tenth of the diesel power 
on order. Latest available figures show that 38:7 per cent. 
of total passenger car-miles in the United States are now run 
by diesel locomotives, that diesels are responsible for 36-0 
per cent. of the yard shunting-hr., and that in long-distance 
freight service they are handling 20-0 per cent. of the gross 
ton-miles. Considerably the largest proportion of the diesel 
units put on order during 1948 is intended for road freight 
service. It is estimated that by 1948 a total annual coal con- 
sumption of 24,843,600 tons had been displaced by the sub- 
stitution of diesel-electric for steam locomotives in the U.S.A., 
a fact which is causing justifiable concern in the coal-mining 
areas. 


* * * * 

Boys for the Jobs 
HE revolution which is being imposed on the economy of 
this country by the Labour Party’s nationalisation pro- 
gramme, has raised a number of problems which have caught 
many people unprepared—not least the pundits of the Labour 
Party itself. Among these problems is the question of how to 
provide suitable men for senior executive positions in the new 

State corporations. 

Up to the present, a curious recipe has been followed in filling 
the seats of the various State boards. The essential ingredients 
appear to be a senior civil servant, an elderly trade unionist or 
two, a general or an air-marshal (preferably with political 
attachments on the Left), and a distinguished member of the 
Co-operative Wholesale Society. It is interesting to note that 
the only feature which these gentlemen are likely to have in 
common is a complete lack of experience in running the 
industry in question. 

It is possible that public reaction against the revival of 
political patronage may force the Government to introduce a 
method of selection for the higher posts in State industry 
analogous to that employed for the Administrative Class of the 
home civil service. Whether this would produce better results 
is, however, Open to question. 

The method of selection and training of civil servants for 
the Administrative Class is admirable in its own way, and it 
undoubtedly produces civil servants of a very high calibre for 
the senior positions of the service. There is, however, a danger 
that the same type of training may become accepted as the 
proper qualification for the higher managerial posts in the 
State-owned industries. In fact, the training and outlook re- 
quired for the successful management of a great industrial 
organisation is totally different from that which is appropriate 
to the hierarchy of the home civil service. 

The senior civil servant is essentially concerned with 
memoranda, statistics, and accounting. He must be able to 
glance through a file of documents and quickly grasp the 
essential points of the matter in question. He must be able to 
write a non-committal reply to a parliamentary question, with 
a happy turn of phrase and skillful command of the English 
language, for the benefit of a dull-witted Minister. In short, 
he must be skilled in handling State papers. he must have an 
eye for figures, and he must be able to express himself in 
English. 

The industrial manager on the other hand is concerned with 
the handling of men and equipment. He must command 
Tespect as an individual, he must be an able negotiator, and 
he must be versed in trades union matters. In addition he has 
to deal with the economic use of equipment of great capital 
value, and with the ordering and use of materials and stores. 
Not only must he have a business instinct, but in many cases 
he must have an engineering instinct as well. 

There is no evidence that the civil service tyne of training 
Is likely to bring out these qualities. There may certainly be 
individual cases where a senior civil servant has turned over 
successfully to business or industry, but such cases are alto- 
gether exceptional. There are a few unusually gifted persons 
who are capable of doing anything, but it would be very unwise 
to assume that every civil servant of the Administrative Class 
falls within this category. 
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The Summer Train Services 


HE summer timetables will come into operation on May 23 
and will remain in force until September 25, a week 
longer than last year. As will be seen from a report elsewhere 
in this issue, Sir Eustace Missenden, Chairman of the Railway 
Executive, has given a broad outline of the changes and 
improvements which are to be effected. Detailed comment 
must await the issue of the new timetables by each of the 
Regions. It is expected that this will be published within the 
next fortnight. 

A further step is being made this year towards getting back 
to the pre-war level of service of the main-line railway com- 
panies. The weekly passenger train-mileage will be 4,417,266, 
which is 300,431 miles, or 7-3 per cent., more than last summer, 
and is equal to 80 per cent. of the pre-war summer mileage. 
Some of the cheap fare facilities operating this summer have 
been announced already. The number of additional trains which 
will be run on Saturdays only is 349. There will be 183 more 
on days other than Saturdays and 78 more on Sundays. A 
large increase is being made in the number of trains in which 
it will be possible to reserve seats in advamce; this applies 
particularly to trains running on Saturdays only, for whereas 
last summer this facility applied only to 127 trains, this year 
it will be possible to reserve seats in 591 trains. There will 
be considerable increases also in the number of restauramt cars 
and buffet cars. Details of the numbers affected are given 
on page 480. 

A number of the through trains between the industrial 
centres of the north of England and midlands and the south 
and south-west coast, which were in operation before the 
war, are being restored, and one or two new ones are being 
introduced. The practice which has been adopted on occasion 
in the Southern Region, of starting main-line expresses from 
outer suburban stations, will be extended to the Western 
Region, and on Friday nights and Saturday mornings some 
trains to the West of England and South Wales will leave from 
Ealing Broadway. 

This summer a change is to be made in the running of 
services between London and High Wycombe and Princes Ris- 
borough. There is to be a fast train every hour and also a 
slow train every hour; these trains will all run from Marylebone 
instead of some from Paddington. In the peak hours the service 
between Marylebone and Ruislip will be extended. The 
new services from Marylebone will connect with the London 
Transport Executive line at Ruislip. This development, the 
transfer of a service from one station, Paddington, to another, 
Marylebone, on a different system, is presumably one of the 
first fruits of unified control of the railways. 

More long-distance nom-stop journeys and a number of 
accelerated main-line services are to be brought into operation. 
On the other hand, it is pointed out that speed restrictions are 
still necessary on account of pending track repairs, and time- 
keeping of trains is still affected by the inability to secure a 
sufficient supply of good-quality coal. About 280,000 tons of 
coal are consumed on British Railways each week, and of this 
amount 50 per cent. is low-grade fuel. 

In addition to the named trains already operating, 13 more 
are to be introduced. Not all of these are new trains; The 
Pines Express and The Devonian are restorations. The Capitals 
Limited, which will leave Kings Cross at 9 a.m. and run non- 
stop to Edinburgh, is a mew train. The Flying Scotsman will 
continue to run at 10 o’clock with three stops. The White 
Rose and The West Riding are two new names which are being 
given to trains running between Kings Cross and Leeds and 
Bradford. The Devon Belle and The Thanet Belle are being 
reintroduced in the Southern Region, and im Scotland five 
existing trains will be given names; these are The Bon Accord 
(Glasgow-Aberdeen), The St. Mungo (Glasgow-Aberdeen), The 
Granite City (Glasgow-Aberdeen), The Fife Coast Express 
(Glasgow-St. Andrews), The Irishman (Glasgow-Stranraer Har- 
bour). A new train, bearing the name The Fenman, is to 
run between Liverpool Street and Hunstanton. No named 
trains are being introduced on the Western Region. 

As we understand it, apart from the Pullman trains, these 
named trains are to be composed of standard stock and no 
supplementary fares are being charged. It is difficult, therefore, 
to see what extra revenue this plethora of named trains is 
expected to bring in, any more than will the new colour schemes 
for locomotives and rolling stock. 
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Health, Welfare, and Safety 


HE Committee, under the Chairmanship of Sir Ernest 
Arthur Gowers, G.B.E., K.C.B., appointed by the Home 
Secretary and the Secretary of State for Scotland in January, 
1946, has now concluded its work and has issued its report* 
on “Health, Welfare and Safety in Non-Industrial Employ- 
ment ” and “ Hours of Employment of Juveniles.” 

The report is of special interest to railways, and in a lesser 
degree to road transport, for the Committee’s recommenda- 
tions raise some interesting issues and are likely to arouse 
acute discussion. Dealing with British Railways, with its half- 
million employees whose work lies outside the Factories Acts, 
the Committee records that it heard witnesses complaining that 
even after allowance had been made for the difficulties of the 
past ten years, buildings, accommodation, and equipment fell 
far short of what they ought to be, and were below the 
standards required for industrial workers under the Factories 
Acts. 

For its part, the Railway Executive said in evidence that 
a joint welfare advisory council, consisting of representatives 
of the Executive and the trade unions, had been set up and 
was at present engaged in considering what standards of health, 
welfare and safety should be recommended to the British 
Transport Commission. The London Transport Executive, on 
the other hand, said that the machinery which existed before 
nationalisation was considered to be adequate for this purpose 
and that no such counc:l had therefore been established in 
the undertakings controlled by it. 

Both the Railway and London Transport Executives thought 
that the joint advisory councils (or the bodies functioning in 
lieu of them) would ensure that railway workers enjoyed 
satisfactory conditions of employment and that there was no 
need for minimum standards to be prescribed by statute. They 
pointed out that the councils were fully representative of 
employers and employed, and that their powers of making 
recommendations to the Executives and, through the Execu- 
tives, to the Commission, were quite unfettered. They admitted 
that neither the Executives nor the Commission were bound 
to accept such recommendations and that there was no right 
of appeal to am independent third party, such as the Minister 
of Transport, but they contended that if the recommenda- 
tions were rejected, there were means by which the employees, 
if they so desired, with propriety could pursue the matter in 
Parliament and elsewhere. Finally, they suggested the present 
system, which had scarcely begun to function, should have an 
extended trial before anything different was proposed. 

Commenting on these submissions, the Committee states that 
“it would certainly have been our duty, if the railways had 
not been nationalised, to recommend a statutory code of 
welfare and safety for them, and we cannot accept the argu- 
ment that this has become unnecessary because they are now 
nationalised and special machinery has been provided for 
consultation between mamagement and workers on_ these 
matters. No one suggests that industries previously subject io 
protective legislation such as the Factories Acts should be 
exempted from it on nationalisation—the witnesses from the 
National Coal Board emphatically disclaimed any such idea 
and we see no case for treating the Transport Commission 
differently.” 

The Committee devotes a special section of the report to 
locomotive running sheds, and reaches the conclusion that as 
employment in these sheds approaches so nearly to employ- 
ment in many types of factories, minimum standards not lower 
than those prescribed by the Factories Acts and the regulations 
made under it, should be applied to the sheds themselves and 
to all ancillary premises. To implement this recommendation 
is likely to prove costly. Clearly, too, it is a matter, together 
with others contained in the report, which will have to be 
examined carefully by the Joint Welfare Advisory Council, 
as well as by the Commission, against the background of the 
Commission’s finances. 

On the question of offices, the Committee considers no 
distinction should be drawn between railway offices and similar 
establishments elsewhere, and the recommendations—here 
again of an idealistic type—cover sanitary accommodation: 
space (a minimum of 400 cu. ft. is stipulated); ventilation: 
temperature; lighting; underground rooms; cleanliness; washing 





* H.M. Stationery Office. Cmd. 7664. Price 2s. 
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facilities; accommodation for clothing; seats; first aid; fac ities 


for meals; and escape from fire. The Committee has felt jt 
necessary to go so far as to cover places where so few as 
seven persons are employed in goods depots and sidings, and 
mention is even made of places where fewer than six persons 
are employed, including signal boxes and remote platelayers’ 
and gangers’ huts not in regular daily use. 

Having gone into this detail, the Committee found itseif face 
to face with the problem of enforcement. It is clear from 
paragraph 303 that the Committee had the sense to recognise 
that “ the inspection of many types of railway premises needs 
technical knowledge,” but it is obvious it was puzzled to know 
how the “enforcement” should be carried out, for it states 
it is “very reluctant to suggest an additional inspectorate,” 
[he solution is open to serious criticism. It has found « way 
out of the dilemma by recommending that “ the enforcement 
of minimum standards of safety and welfare on all railway 
premises should be the responsibility of the Ministry of Trans- 
port, which should be empowered to establish an inspectorate 
for this purpose.” 

Here is an example of the official mind carrying planning 
too far! Amother army of inspectors—of unspecified size or 
cost—is to be established by the Ministry of Transport to 
make quite sure that the British Transport Commission and 
the Railway Executive do not transgress by one jot or one 
tittle regulations made by Parliament. If they do, what 
sanctions are to be applied? Surely bodies of the standing 
and importance of the Commission and the Railway Executive 
can be trusted to have the good sense to respect the law and 
to safeguard the health, welfare and safety of their employees 
without the need for establishing over them an expensive and 
extens.ve inspectorate directed by the Ministry of Transport? 
Surely the Joint Welfare Advisory Council, representative of 
the trade unions and the Railway Executive, is not to be 
regarded as an irresponsible body likely to permit infringe- 
ments of the law? 

In the case of offices, enforcement is to be the responsibility 
of local authorit‘es, which are also to enforce restrictions 
recommended by the Committee regarding hours of work of 
juveniles. ‘ Working hours should be limited by statute to 
45 per week,” says the Committee, and no one is likely to 
cavil at this. The question of juveniles employed as engine 
cleaners, firemen and signal boys, at present called on to under- 
take night work, receives special consideration. The Committee 
records (paragraph 246) that it was represented by the Railway 
Executive “that night work by juvenile engine cleaners and 
firemen, and by signal boys, is also essential during the pre- 
vailing labour shortage. Although we cannot assess the 
practical difficulties of doing without them, we are not con- 
vinced that the case for the continued night employment of 
juveniles in these capacities is sound or even as strong as in 
mines or continuous process factories. Whatever doubt may 
exist about the interpretation of the International Conventions, 
their intention is clearly to prohibit such employment, amd we 
feel sure that the practical objections to immediate prohibition 
should be subjected to a thorough examination before they 
are accepted. If it should then be decided to grant some 
temporary exemption for railway employment, we consider 
that special arrangements should be made at once to ensure 
that the health and welfare of young railway employees who 
work at night are adequately safeguarded.” 

In reading the report—which compr’ses over a hundred pages 

we could not but wonder at the unreality of some of the 
Committee’s proposals, but on turning back the pages we were 
relieved to find that the Committee itself felt this too. It was 
indeed sheer relief then to find these stark words: “ We are 
considering conditions of employment in shops and offices at 
a time when the labour and materials necessary to improve 
them are not sufficiently available. We are considering pro- 
posals for shortening the hours of work of juveniles at a time 
when industry must devote all its energies to increasing output. 
We are consider:ng the need for fresh legislation that could 
only be enforced by new or augmented inspectorates at a time 
when every available man and woman is wanted in productive 
employment.” 

. These indeed are “ plain words,” worthy of the Committee's 
Chairman (and author of the pamphlet published under that 
title), and we can but hope that the Ministers to whom the 

report is addressed will give them all the weight they un- 
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doubtedly deserve. The time for more legislation is not yet! 
Moreover, it is clear that implementation of the provisions of 
the report would involve costs running into very large figures, 
and for this reason alone, careful consideration of the prob- 
lems involved is essential. 


* * * * 


Centenary of Reid’s Railway Guide 


HE firm of Andrew Reid & Company, of Newcastle, one 
T of the best-known publishing houses in the North of 
England, has been associated with railway publications prac- 
tically from the time of its formation in 1845, and since April, 

1849, it has published regularly a timetable now represented 
by Reid's Railway Guide, which is celebrating its centenary 
this month by the reproduction in the current issue of a 
facsimile of the original cover, an advertisement engraved by 
Andrew Reid himself, and a specimen timetable from an early 
issue. Andrew Reid, who was an artist, engraver, and litho- 
grapher, appears to have issued his first railway publication in 
1847, when he produced a folding strip map of the York & 
Newcastle Railway showing the principal features on each 
side of the line for the benefit of travellers. He then produced 
Reid’s Illustrated Map of the Newcastle & Carlisle Railway 
for 3d., and in 1848 developed such publications into a series 
of “Reid’s Railway Rides ”—6d. plain, 1s. coloured. The 
“rides ’ were journeys from London to Glasgow, Edinburgh, 
and Dublin, in the form of long folding maps, illustrated with 
his own attractive little engravings of “ gentlemen’s seats and 
places of interest on or near the line.” 

Reid's Monthly Time Table, of which No, 1 was published 
in April, 1849, covered the counties of Northumberland, Dur- 
ham, Cumberland, and the north part of Yorkshire. It was 
price 1d., and claims to have been the first 1d. railway time- 
table ever printed; the price remained at a ld. for 20 years. 
An edition of 2,000 copies represented ten days of hard work 
at a Stanhope hand press, but the venture was a success. The 
first issue contained fourteen pages and 90,000 figures, with 
very few advertisements. With the May, 1849, issue, a map 
was included, and there were many advertisements, including 
one for the delivery of coal in Newcastle at 6s. 6d. for 15 
cwt. A jubilee booklet was published in April, 1899. Regular 
publication has continued, but the monthly sequence was 
broken during the period of acute paper shortage in the recent 
war, when the Guide could be issued only in alternate months. 
The number of the April, 1949, issue is, therefore, 1,161 and 
not 1,201. Two of the founder’s grandsons (Mark and 
Kenneth Reid) and a great grandson (Edward Reid) are now 
directors of Andrew Reid & Co. Ltd. A kinsman, who is not 
connected with the business (Andrew Reid, of 11, Garrick 
Street, London, W.C.2), arranged a small private centenary 
exhibition at his office, for the benefit of the press, at which 
many of the firm’s early railway productions were shown. 


7 * * * 


British Railways Decline in Traffic 


7 falling off which has occurred in the traffic receipts of 

British Railways for a good many months now has 
caused a good deal of concern. So far there has been little 
sign of any check to the downward trend in passenger carry- 
ing, or in the more remunerative merchandise traffic. Recently, 
The Manchester Guardian published two articles by its Labour 
Correspondent which dealt at some length with the position of 
the railways. 

In the first of these articles it is suggested that years of 
asking pointedly, “Is your journey really necessary?” im- 
pressed public consciousness with the fact that the railways 
were over-burdened with traffic, and wanted neither freight nor 
passengers—an impression, it is commented, that railway ser- 
vice in the immediate post-war years confirmed. Today, how- 
ever, the railways are under-employed rather than overworked. 
Two years ago Sir Stafford Cripps was warning the nation 
that unless the turn-round time of wagons could be improved, 
and the repair of wagons quickened, the whole freight system 
of the railways would be in danger of breakdown. Now the 
railways want more freight to keep their wagons moving. 
Wartime and post-war difficulties have left the railways with 
a pretty bad reputation for delays in handling civilian goods. 
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One factor is the virtual disappearance during the war of 
braked goods trains. The pre-war service of fast freight 
trains fully fitted with vacuum brakes has not yet been 
restored, but about two-thirds of it has been brought back, 
and the fast freight trains could carry a great deal more traffic 
than they get. The Labour Correspondent of The Manchester 
Guardian instances a journey he made on one of the regular 
long-distance freight expresses from Camden Town goods yard 
to Manchester. This train, which could have taken 50 wagons 
if necessary, and would have hauled 45 with ease, consisted of 
only 32. 

If the nationalised railways are ever to pay their way—as 
the Transport Act requires—they must not only provide fast 
freight services, but attract the traffic and regain the reputation 
for reliability. Commenting that this needs a contented labour 
force with a corporate spirit of service, as well as physical 
facilities for running trains, The Manchester Guardian says 
that “ As a whole, railway staffs are far from contented, and 
unrest shows in the appallingly high bill—£4,000,000 last year 

for goods damaged, lost or stolen in transit. It is reflected 
in a good many other ways too—in reluctance to work ‘ lodg- 
ing terms’ or duties requiring nights spent in a hostel away 
from home, in staying away from work for casual reasons, 
and so upsetting the rosters, and in general, unwillingness to 
put more into a job than the minimum required to keep it.” 
Although the quality of railway staffs could do with improve- 
ments, numerically the railways are overstaffed, and the efforts 
of the Railway Executive to bring about economies create feel- 
ings of insecurity. So far nationalisation seems to have done 
little to improve labour relations, and there is a good deal of 
feeling among the men over the rejection of the recent claim 
for a flat-rate wage increase of 12s. 6d. a week. Since the 
article in The Manchester Guardian was published, the unions 
have taken further steps to bring the claims of their members 
before the Government. 


Road Transport Executive (Freight) 
(From a Correspondent) 


HE January and February numbers of the 1949 series of 
Transport Statistics contain some useful information about 
freight haulage performed by the Road Transport Executive on 
behalf of the British Transport Commission. Particulars are 
also supplied for the first time of the number of motor and 
horse-drawn vehicles used by British Railways for road cartage. 
The table below shows that in February the Railways operated 
a larger force than Road Transport (Freight). 


British Road Transport 
Railways (Freight) 
Motor vehicles ... BES ca ea 12,474 j 
Trailers ane 16,120 1,882 
Horse-drawn vehicles pee aoe 24,585 2,065 
Horses on eel pe “ aes 7,217 $055. 


The tonnage carted by the railways is not given, but Road 
Transport (Freight) carried 774,000 tons in January and 859,000 
tons in February. The corresponding vehicle miles were 
10,754,000 in January and 11,835,000 in February. The Febru- 
ary tonnage is only 62 per cent. of the increase in railway 
freight traffic during that period, but without ton-mile figures 
the amount of work done by Road Transport (Freight) cannot 
be gauged accurately. The Minister of Transport has stated 
that the total number of road vehicles to be taken over by the 
Commission is not likely to exceed 50,000. A fleet of that size, 
judging by the January and February results, may be capable 
of handling about 1,000,000 tons a week, provided that the 
average length of haul does not increase unduly. 

In February the administrative and clerical staff of Road 
Transport (Freight) numbered 5,105 and in addition 926 super- 
visors were engaged in controlling operations and maintenance, 
so that 6,000 people in all were employed on higher grade duties. 
out of a total staff of 25,000. Thus for every two vehicles on the 
road, one person was employed on administrative, clerical or 
supervisory work. We appreciate that for a time the higher 
grades may be swollen by employees transferred from acquired 
undertakings, but the present establishment seemis to be exces- 
sive for an undertaking with gross receipts of only £337,000 in 
an average week. 
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LETTERS TO THE EDITOR 


(The Editor is not responsible for the opinions of correspondents) 


First Junction Indicator in India 


Mereflett. Beaumont Rise, 
Marlow. April 8 
To THE EpitoR OF THE RAILWAY GAZETTE 
Sir,—I question the accuracy of Mr. H. C. Tower's state 
ment in today’s issue of The Railway Gazette that the 
B.B.C.LR. “is the first railway in India to make use of the 
‘junction indicator’.” 1 believe that this honour belongs to 
the late Bengal-Assam Railway which installed a position light 
junction indicator at its * Mile 5 B™ cabin in 1945. The section 
concerned now forms part of the Sealdah Division of the East 
Indian Railway. 
Yours faithfully, 
G. E. CUFFI 


The Hotels Executive 


Hampstead, N.W.3. 
To THE Epitor OF THE RAILWAY GAZETTE 

Sir,—The article headed “ Lord Inman’s Intentions ~ in your 
April 8 issue gives figures for a year’s business in railway hoiels 
restaurant cars, and refreshment rooms. The figures run to 
millions and may impress at a first glance, but one wonders 
whether the old companies did not serve more people in the 
palmy days of railway travel. In the year of amalgamation, 
1923, the number of passenger journeys originating on the four 
main lines alone was 1,3!9,000,000: by 1937 the number fell to 
1.210.000,000. Last year the number of journeys on the whole 
of British Railways was barely 1,002.000.000, so that the Hotels 
Executive came into being at the leanest time on record for 
passenger traffic. For the first quarter of this year the trend 
has been downward still and seems bound to lessen the demand 
for railway catering. 

The present circumstances arc unfortunate for the Railway 
and Hotels Executives. This is not the time for either of these 
bodies to contemplate the spending of much money on pas- 
senger station premises. If they are wise, they will be content 
to carry out only essential maintenance and such improvements 
as will not involve substantial capital expenditure. Other inten- 
tions, however well-meant and commendable, should wait until 
statistics of passenger carryings and takings tell a more encourag 
ing story. 


April 18 


Yours faithfully, 
STATISTICIAN 


The Russian Railways 


7, Audley Road, 
Ealing, London. W.5. 
To THE Epitor OF THE RAILWAY GAZETTI 

Sir.—I have read with much interest the editorial article 
in your issue of April 15 dealing with my recently published 
book, * The Russian Railways.” 

May I say at once that I entirely agree with your remarks 
on the difficulty of assessing the reliability of Soviet railway 
statistics? So long as no freedom is given to railwaymen from 
other parts of the world to examine the Russian railways 
freely, some suspicion must necessarily attach to statistics of 
railway operations in the U.S.S.R. 

On the other hand, it would appear that many of the basic 
Russian railway statistics, even if they are erroneous, cannot 
be grossly so. You express surprise, for example, that the 
1937 Soviet figures should indicate that freight traffic on the 
Russian railways was three times as dense as on the American 
railways. But the U.S.S.R. had in 1937 only 52,865 route- 
miles of railways with which to sustain a population of nearly 
200,000.000. whereas the U.S.A. had 238.539 route-miles of 
line with which to serve only 130,000,000 people. Even allow- 
ing for a considerably lower standard of living in the Soviet 
Union, it is surely obvious that there must be a much higher 
density of railway traffic per mile of line in the U.S.S.R. than 
in America. 

It cannot be denied that some individual railways in the 
United States, such as the Pennsylvania Railroad, show high 
traffic densities and good operating results. But taking the 
U.S.A. railways as a whole, the picture is by no means so 
good. In 1938, for example, the average line density over all 
Class I American railways amounted to only five trains (goods 
and passenger) per day in each direction. Again, although (as 
you state) the average capacity of an American wagon in 1937 
amounted to 49-2 tons, the average actual Joad per wagon 
amounted to only 16-6 tons (i.e., the average freight train load 


April 21 


was 48). 
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was 796 tons and the average number of wagons per train 


Your editorial also expresses surprise that, according to 
Russian statistics, there was twice as much passenger traffic og 
the Soviet railways in 1937 as on the American railways. Even 
in Great Britain, with less than one-tenth the route-mileage 
of the railways of the U.S.A., the number of passenger j yurneys 
made by rail is several times larger than in America. In 193 
for example, rail passenger journeys in Britain (excluding 
London Transport) amounted to 1,237,242,000, compared with 
only 452,731,040 on all Class 1 American lines. Moreover, the 
average length of joummey in Great Britain in that year was 
16 miles, which does not make the figure of 48 miles for the 
average length of journey in the same year in the U.S.S.R, 
a country with 90 times the area—seem unreasonable or exces- 


sive; the average length of journey in America in that year was 
also 48 miles. 
Finally, | would recail that many of the statistics on the 


density of traffic in the U.S.S.R., which you now suggest are 
likely to be exaggerated, were quoted by Professor Khacha- 
turov, of the Soviet Railway Research Institute, in an article 
which was featured in your issue of March 16, 1945, and which 
you did not question in your editorial on the subject at that 
time. 
Yours faithfully 
P. E. GARBUTT 


and Chestnuts—that Bloom 
in the Spring 


25, Pewley Hill. 
Guildford, Surrey. April 11 
To tHE EbitorR OF THE RAILWAY GAZETTE 

Sik,—British Railways have a_ poster on the Southern 
Electric—* Spring in the Country.” It invites one to visit 
the country where, seemingly, daffodils bloom “under a 
spreading chestnut tree’ also in bloom. 

Is this “artist’s licence” or has the nationalisation of rail- 
ways enabled us to be taken, by rail, to places where horse- 
chestnuts and daffodils bloom together in the Spring? 

Yours faithfully, 
E. ANDERSON (MRS.) 


Flowers 


Train Control in the Netherlands 


Netherlands Railways, 
Breda Inspectorate, Breda. April 11 
To THE EDITOR OF THE RAILWAY GAZETTE 

Sirk,—Although I have appreciated Mr. MacDiarmid’s letter 
in your issue dated February 25, page 202, recollecting the 
gigantic performance and help of the Royal Engineers in 
liberating our country, 1 would like to express a different 
opinion regarding a few points. 

First | would like to point out that actually the graphical 
system of train control on the Netherlands Railways existed 
since 1943, in the Southern Division (H.Q. at Heerlen). Train 
control itself—though in a moderate form—commenced as 
early as 1940 for the main lines of our system, including 
freight trains only, and was found very useful for the con- 
trolling of heavy irregular traffic, in particular coal (loaded 
up north, empties down to the various collieries according to 
respective indents). 

As early as October, 1944, the Netherlands Railways re- 
opened the lines in the Eindhoven area, and even started 
passenger traffic with effect from November 6. There was 
no Railway Operating Unit present at the time, and we had 
installed three shifts of controllers in Eindhoven Station, con- 
trolling the lines Eindhoven—Achel (Belgium), Eindhoven 
Bata, and Eindhoven—Helmond. On December 14 No. 182 


Railway Operating Company installed a military train 
control. We realised they had a more efficient way of con- 
trolling military traffic. The co-operation between Major 


Wilkinson’s staff and ours was splendid. 

_Up to that date our controlling had to be done by means 
of our ordinary telephone and thus could not be so effective 
as the British system using head-sets and a special control 
‘phone circuit. Also our rules were less stringent, ¢.g., n0 
stationmaster had to ask permission for any shunting block: 
ing main lines. 1 gather it was this feature of allied train 
control which caused the system to be disliked by some of 
the Netherlands personnel, and maybe some of the new cot- 
trollers in Tilburg, who were not used to the graphical sys- 
tem of the Southern Division, did not realise at first the 
benefit of the system. However, I must strongly oppose the 
idea that the responsible Netherlands officers did not like 
the system at first or that they were considering abandoning 
the graphical system. 
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Obviously D.D. Railways “ Holland and Forward” did not 
share that idea, as he agreed on the taking over by the Nether- 
jlands Railways of both control ‘phone and responsibility from 
No. 4 Railway Operating Group with effect from March 9, 
1945. Our controllers dealt with the ever-growing stream of 
military and civil trains, and on many occasions high praise 
was given to them by Allied officials. If we had not whole 
heartedly applied the system of graphic train control and 
trained our controllers and stationmasters from the very start, 
| much doubt if we would have achieved the same results. 

We look forward to the promised visit of Mr, MacDiarmid 
and all the others to express our gratitude and to show them 
how the Netherlands Railways work in peacetime. 

Yours faithfully, 
J. P. S. LUCARDIE, 
D.D. Operating Superintendent 


Juvisy Yard 


Operating School, British Railways, 
Grantly, Carmel Road, Darlington. April 6 
To THE EpIToR oF THE RAILWAY GAZETTE 

Sik,—I hope you will not mind my troubling you, but hav- 
ing looked at the very impressive photograph of the Juvisy 

Yard which appears on page 358 of your issue dated April 1, 
| cannot help but wonder whether there has been some mis- 
take. 

It states that “in this yard 1,500 wagons are handled daily.” 
Is this by any chance a misprint for “per 8-hour shift ~ 
1,500 a day is just about the number we should expect at 
a small yard that had not a hump? 

Yours faithfully, 
r. BERNARD HARE, 
Principal 

[We queried the figure with the French Railways’ London 
Oflice which believes it to be correct. Toton Down Yard 
handles between 3,000 and 5,000 wagons in 24 hr. on peak 
days, but it is rather larger than Juvisy and contains 35 siding 
roads radiating from the hump. The Whitemoor Yard is about 
twice the size of that at Juvisy, and deals with 1,368 wagons 
in an eight-hour shift. That would be about 4,000 wagons in 
24 hr., assuming continual working, and in view of the relative 
sizes of the two yards it would not make the figure of 1,500 
for Juvisy much out. We understand in any case that most 
of the activity at Juvisy takes place between about 10 p.m. 
and 6 a.m.—EbD., R.G.] 


Restaurant-Car Meals 


23, Somertrees Avenue, 
London, S.E.12. April 13 
To THE EDITOR OF THE RAILWAY GAZETTE 

Sir,—I do not know whether the excuse advanced by 
Lord Inmar. for the bad luncheon served to the Dean of 
Smethwick and others on the 10.10 a.m. from Birmingham 
to Euston—* that the day was Monday ”"—which was recorded 
in your March 11 issue, is to be taken seriously, or whether 
the dissatisfied passenger must accept the explanation generally 
offered by the attendants on restaurant-cars. who usually put 
the blame on whatever hotel may have provisioned the car, 
but I do not believe that these isolated experiences of good 
or bad meals, such as those quoted by “ Occasional Traveller ™ 
in your issue of April 8, are fair to the Hotels Executive. 
Many factors—the crowded condition, or otherwise, of train 
or car, the time available for serving the meal, and the aititude 
of the attendants—contribute to the impression left in the 
passenger’s mind. 1 could instance a recent lunch on a 
Euston to Wolverhampton train (provisioned from the Bir- 
mingham end) when, after spaghetti or melon had been offered 
us as alternatives to soup, roast goose or a chicken-dish fol- 
lowed as the main course, with a choice of two excellent 
sweets (trifle or apple meringue) and a fresh salad procured 
for a vegetarian diner, or I could quote a meal on a Bir- 
mingham to Paddington train, where linen and cutlery were 
far from clean, service was bad, and rabbit, masquerading 
as “ veal,”’ was the main course. The former was on a train 
by no means full and providing only one luncheon service, 
and the latter was a second sitting, with every restaurant-car 
seat occupied on a very crowded train, where the staff was 
being worked to its limit. 

Speaking of my own experiences generally (and | find they 
are endorsed by many regular travellers) I should say that 
the least obliging staffs, and certainly the most meagre por- 
tions of food. are now to be found on the Midland division 
of the London Midland Region, which is a very sad admis- 
sion from anyone who remembers Midland catering in the 
early days of the Towle régime. On a Bradford to London 
car, quite recently, a lady, sitting opposite to me, was so 
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incensed by the eaiguous portions ollered that the conductor, 
after blaming the Bradford hotel, had to quieten her by 
second helpings of two courses, and it is always amusing to 
compare the quantity offered at a “ Midland” tea with what 
is usually provided nowadays on a Western division London 
Midland car. 

A tactful conductor can generally manage to “put over” 
an unsatisfactory meal, though it is to be hoped that we may 
soon see a levelling-up of service to the standard of the best, 
in cars and refreshment-rooms. 1 mention the latter partly 
because I imagine these train-trolleys will be equipped by 
the refreshment-rooms, and also because I recently experienced, 
in an old and very shabby room in the Scottish Region (late 
L.N.E.R.), quite the best selection of food I have ever seen 
in any refreshment-room, all fresh and tastefully displayed 
under cover, so that out-of-date premises must not be accepted 
as the excuse for poor food. A “Midland” (London Mid- 
land) room in Northamptonshire was a very good second, 
yet less than thirty miles away, in modern premises in a larger 
town, were refreshment rooms where food and service were 
undeniably bad, the former being displayed, uncovered, in a 
room where decorators were at work! 

Yours faithfully, 
R. E. CHARLEWOOD 


London Bus Route Numbers 
* Waverley.” 
Tower Road, 
Orpington, Kent. 
To THE EpIToR OF THE RAILWAY GAZETTE 

Sik,—Reading your article with reference to the RT type 
of London omnibus on page 310 of The Railway Gazette for 
March 25 brings to my mind something which I consider of 
paramount interest for the consideration of Lord Latham and 
the London Transport Executive, particularly as at present 
authorities throughout the country are emphasising the 
extreme necessity for caution and road-sense in every effort to 
minimise accidents on the highway. 

The majority of RT-type buses are now fitted with large 
and distinct route numbers on the offside of the vehicle. 
Although informative, they invite possible intending passengers 
on the other side of the road to take the risk of rashly cross- 
ing the highway at other than specific pedestrian crossings, 
thus immediately courting the dangers of injury, and death. 

Such route numbers should be strictly confined to the indi- 
cators on the front and back of the omnibus and, perhaps, 
on the near side where passengers board the vehicle from the 
adjacent pavement. 

I say, eliminate one likely cause of pedestrian accident at 
the outset! 


April 5 


Yours faithfully, 
DOUGLAS D. CASTELL 


Major Developments in Locomotive Design 


Sussex. February 21 
To THE Epitor OF THE RAILWAY GAZETTE 
Sir,—While agreeing with you that “it must have been a 
difficult matter to decide what items to include and what to 
omit in such a list” as you published in your article under 
this heading in your issue of February 11, 1 should appreciate 
some information on the following points. Is each item in 
the list quoted as the first or the most important example of 


its type? For instance, 1912—Whitelegg’s Baltic tank. I am 
not sure of the date of Billinton’s first Baltic, but it was pro- 
bably the better known as being used on faster services. On 


the other hand, 1882—Stroudley’s “* Gladstone ” 
of his 0-4-2 designs, unless I am mistaken. 

It seems curious that there is no mention of any tank engines 
built entirely for express work, unless one includes the 4-2-4 
Bristol & Exeter engines. There were Marsh’s 4-4-2 and 4-6-2, 
Billinton’s 4-6-4, and Maunsell’s 2-6-4 types on the L.B.S.C. 
and Southern lines. even if none elsewhere can be included in 
this category. Then, D. Drummond’s feedwater heating on 
the L.S.W.R. is mentioned, but not his water-tube firebox, though 
feedwater heating on that line in 1854 is included. Notable 
omissions seem to be the _inside-cylinder 4-4-2 type on the 
L.Y.R. and the famous 2-2-2 express engines on the G.N.R., 
though both these and the express tanks would seem to be of 
greater importance than smoke-deflector plates and the 0-6-0 
austerity locomotives on the S.R. 

There are, probably, excellent reasons for these seemingly- 
curious omissions or inclusions, but it would be interesting to 
learn what they are. 


was the last 


Yours faithfully, 
ENQUIRER 
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The Scrap Heap 


DRIVER WINS GOLF TROPHY 
Mr. Harry Elshaw, an engine driver in 
the London Midland Region, British 
Railways, has won his first goif trophy, 
the Municipal Bowl awarded by the 


Sheffield Telegraph. Mr. Elshaw is a 
member of the Beauchief Golf Club, 
Sheffield. 
* oe * 
TRAIN PHONE CALL FROM U.S.A. TO 
LONDON 


A telephone call was made to London 
on April 14 from a train travelling between 
New York and Washington. Mr. James 
Maxwell, in the train, rang Sir Alexander 
Maxwell, Chairman of the British Tourist 
& Holiday Board. Said Sir Alexander 
Maxwell: “I look forward to British 
trains providing this facility."—From the 
“ Daily Express.” 

* * * 


AUTOMATIC RECORDING OF LOCOMOTIVE 


WORKING 


_The French Railways Limited adver- 
tisement reproduced below, aptiy calls 
attention to the remarkable fact that 


every locomotive on the French National 


Railways is fitted with a Flaman 
recorder. As well as_ indicating to 
the driver and_ recording in graphic 


form speeds and other related informa- 
tion, this type of recorder indicates 
when a home signal is in the “on” posi- 
tion as the distant is passed, and records 
the driver’s acknowledgment of this warn- 
ing. It also provides a wealth of other 
information so that the graph automatic- 
ally recorded can be studied subsequently 
to furnish a detailed description of every 
engine run. 








Safety Record... 


Did you know that every journey made by a French 


locomotive is exactly recorded—every yard of it—on the 
Flaman apparatus carried in the cab? As the train 
runs, a mechanical pen draws a chart of its speed and 
punctuality. So precise is this record that when a signal 
ahead is at danger, the Flaman records the fact auto- 
matically as it passes the preceding or “distant” signal. 
The driver must acknowledge the warning, and this 
acknowledgement is duly recorded by the instrument. 
Recording angel? Yes, but guardian angel, too. 


TRAVEL BY TRAIN 


FRANCE 


for Safety, Comfort and Punctuality 





One of the new series of announce- 
ments by the S.N.C.F. (see 
paragraph above) 


THE RAILWAY GAZETTE 


ROAD AND RAIL 

First-class highways are not essential to 
our national economy. Prior to 1914 road 
transport was unknown, and the railways 
carried the whole of the country’s traffic, 
and could do again if given the chance. 
If this is a fact, why go to the expense of 
creating new roads, robbing the country of 
useful land, which will grow food and feed 
cattle for our rapidly-diminishing meat 
supply? 

The answer to the accidents on the 
roads, the present congestion and delay, 
caused by heavy lorries and trailers litter- 
ing up the roads, is to put the traffic back 
on to the railways, which were specially 
built for it, and cam still deal with it 
efficiently. 

The present roads would then be good 
enough for all other users. The Govern- 
ment, now they have nationalised trans- 
port, should insist on this being done. 
J. M. Pike, in a letter to “ Everybody's.” 


* * * 


100 YEARS AGO 
From THE RAILWAY Times, April 28, 1849 


We cannot conceive any course more fully 
calculated to damage the cause of Chairmen and 
Directors lying under incrimination by Come 
mittees of Inquiry, or under the apprehension 
of their appointment, than the urgent and sup- 
pliant solicitation and canvassing for the 
proxies of shareholders. ‘The meanness of 
this course is obvious—its corruption palpable. 
The applications are backed privately by every 
kind of insinuation against the motives of 
those who have originated the investigation ; 
and although the reports and evidence are 
openly submitted to the shareholders, attempts 
both private and public are industriously made 
by Directors, their officials, and their friends, 
to misrepresent both the one and the other. 
The necessity of these investigations can only 
be made out pro re natd. We were at some 
pains to show, last week, that the practice of 
demanding Committees of Investigation is one 
to be tenderly and discreetly indulged in; 
partly on account of the difficulties which 
exist in every Railway Company—the edge of 
which time only can abate—and partly because 
there is an impending danger of deeply 
damaging the interests of holders by pub’ 
expositions of the state of their corporat 
affairs. 
* * * 


PAINTING OF CANAL BOATS 

The Docks & Inland Waterways Execu- 
tive states that the use of the traditional 
designs of flowers and castles on canal 
boats is confined almost entirely to a pro- 
portion of the 3,200 boats which operate 
on the narrow canals. Of these the Execu- 
tive owns only 380 and most of these were 
not decorated in the old style when taken 
over. 

The Executive has no intention of 
suppressing a decorative art which 
brightens the entrances and interiors of 
cabins, or the gaily painted cans and 
buckets which are a feature of the long- 
distance canal boats, and there is no ques- 
tion of substituting numbers for the names 
borne by the craft. The use of the tradi- 
tional designs has been declining for a 
number of years. 

To keep as many boats as possible in 
service, it is necessary to reduce to the 
minimum the period of withdrawal from 
traffic for repainting, and as the craft come 
in for maintenance in the ordinary course, 
the new colours and the words “ British 
Waterways ” are substituted for the colours 
and names of the previous proprietors. 
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RAILWAYS PROBLEM 

Time will show whether the i Railway] 
Executive can confound the prophets of 
woe who believe that the railways ar 
doomed to a long commercial decline and 
who think that they should only be Pre- 
served for strategic reasons. But that the 
doubts can be expressed at al! suggesis 
another and far more  fundamenta| 
question. Is the present centralised and 
bureaucratised organisation of the rajj- 
ways best adapted to dealing with the 
problem? Nationalisation has both fe. 
moved the normal incentive towards jn. 
creasing business and laid down that the 
railways must be run, not only 


. 48S one 
unit, but as one part of the country’s 
whole transport system. In this sense 
centralisation is inevitable and Within 
limits desirable. But nationalisation 
though it sets the limits within which 


action can be taken and brings with jt 
obvious disadvantages, does not of itself 
make the problem insoluble. The question 
is whether the Executive can generate the 
drive to overcome the deadweight of the 
size of the unit that it has to administer 
and whether it will be able to decentralise 
initiative in such a way as to encourage 
its sub-units to seek the traffic that doe 
not come of its own accord.—From “ The 
Financial Times.” 
* * * 


NAMING AND LIVERIES—A Locomotive 
APPRECIATION 
Platform 14, 

York Station. March 8 

My fellow-locomotives and I would like 
to say thank you to the Railway Execu- 
tive for allowing us to retain our names, 

There is no doubt that named engines 
are greatly responsible for the interest 
shown in railways by the younger element, 
and it is in the interest of fostering desire 
amongst this element ultimately to work 
on the railways, that locomotives should 
continue to be given names as hitherto 
One of my young admirers once told me 
that it meant a great deal to him if Great 
Northern or Silver Fox was pulling a 
train such as the “Queen of Scots” Pull- 
man, but if the engine had only a num- 
ber, it was “just another one among 
thousands.” 

At the moment I am green—not with 
envy, I hasten to add—but soon I am to 
be painted blue. Whether light or dark 
I haven’t been told, but one of my older 
Pacific colleagues (I forget his name for 
the moment) has been painted an experi- 
mental dark blue. On a dark, or wet, 
day he looks black, and it is difficult to 
distinguish him from one of __ these 
* Austerity” fellows. Different from the 
dashing blue streamliners—and on a night 
time, in dark stations or sidings, you 
would hardly know that he was_ there. 
Shunters say that it is rather dangerous, 
for generally a bright green fellow like 
myself can be seen easily in the dimmest 
of light. So they say. 

I shall be sorry to see my little 0-6-0 
friend, the shunting tank loco., painted 
black: he brightens up the station no end 
at the moment. Still, the coaches should 
look all right in the new colours, and the 
dark green chaps should look quite good 
with their orange lining. And the bright. 
individualistic appearances of the stations 
as they are being repainted in the 
Regional colour schemes makes it all very 
pleasant. 

All the same, I hope that they paint me 
light blue, like my friend Dominion 0! 
Canada the last time I saw him. Then 
I can really live up to my name. -From 
No. 60532, Blue Peter. 
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OVERSEAS 


THE RAILWAY GAZETTE 


RAILWAY AFFAIRS 


(From our correspondents) 


SOUTH AFRICA 
Financial Position 

The operation of the railway, harbour, 
steamship, airways, and aerodrome services 
for the month of December, 1948, has re- 
suited in a net surplus of £59,035. The 
- deficit for the period April to Decem- 

1948, now stands at £1,862,436, as 
pen ti with £253,328 for the corre- 
sponding period in 1947. 

Harbour operation for the month under 
review showed a surplus of £214,514, and 
all other services reflect a total deficit of 
£112,653. The difference of £42,466 repre- 
sents the net revenue appropriation for the 
month. 

The total revenue for the month was 
£7,859,435, and expenditure, excluding net 
revenue appropriations, amounted to 
£7,757,934. 


Traffic Features 
Substantial increases in the handling of 
cargo Were recorded at the Union harbours 
during the year 1948. 
The total of 12,282,956 tons handled, 
representing an increase of 2,399,396 over 
the figure tor 1938, is made up as follows: 


tons landed, 7,458,558; tons shipped, 
4,662,948; tons transhipped, 161,450. 
The tonnage handled at Durban was 


5.887,684, 
London 
960,542. 

As a result of these increases, the rail- 
ways are now required to move an 
average of 33,000 tons daily to and from 
the ports, much of which is carried over 
long distances between the ports and the 
larger inland centres. 

In addition, goods traffic entering and 
leaving the Union annually through the 
port of Lourengo Marques is approaching 
tne 4,000,000 ton mark, the majority of 
= has to be carried in Union rolling 
stock. 


Cape Town 
1,770,109, and 


3,225,225, East 
Port Elizabeth 


MALAYA 
Combating Banditry 

Since the wave of terrorism began in 
June, 1948, the army has been guarding 
trains and lines day and night, but its 
assistance would have been of little use 
but for the gallantry of the railwaymen. 
Failure on the part of drivers, firemen, 
signalmen, and permanent way men would 
| brought the train service to a stand- 
sti 

in six months since the proclamation 
of the emergency on June 16, 1948, the 
four main night mail trains alone 
covered some 200,000 miles without the 
loss of one passenger. Attempts have 
been made to blow up trains. The most 
serious incident was the derailing of a 
pilot train which involved a minor col- 
lision with the closely-following night 
mail, but without injury. 

Up and down night mails between 
Kuala Lumpur, the capital, and Singapore; 
and Kuala Lumpur and Penang, all carry 
strong military and police guards, and are 
equipped with wireless for communicating 
with the State Police Headquarters. This 
special Army wireless unit of the Royal 


Corps of Signals was formed in the 
Middle East and rushed to Malaya. 
Comprehensive orders have been 


worked out between the army and rail- 
Way authorities to cover all possible even- 


tualities. On all-night mail trains there 
is an officer detailed as O.C. Train, who is 
responsible for the defence of the train if 
attacked. All service personnel come 
under his command, but he exercises no 
command over railway staff or police 
guards except in the event of attack. 
Over civilian passengers he has no direct 
control, unless they act so as to endanger 
the safety of other passengers. 

The keynote of the special orders laid 
down by H.Q. Malaya District is pre- 
paredness. Before trains start the O.C. 
Train is responsible that all armed per 
sonnel (all military personnel travelling 
by rail in Malaya are armed) charge their 
magazines and revolvers are loaded. If 
terrorists attack, the O.C. Train is respon- 
sible for the protection of everyone on 
the train, and for counter measures. The 
military guard is drawn from Seaforths, 
Guards, or Gurkha Brigade personnel. At 
varying localities and at different times, 
infantry patrols keep watch on_ the 
railways. 


CANADA 


The C.N.R. and Newfoundland 

The Canadian National Railways, which 
had $33,532,000 deficit in 1948, expects 
“substantial” losses in 1949 through 
taking over the Newfoundland Railway. 
Mr. R. C. Vaughan, Chairman, C.N.R.. 
told the Canadian House of Commons 
Railway Committee that he had no figures 
immediately available to show what the 
losses will be, or to show what deficits 
the Newfoundland Railway has shown in 
the past. 

Mr. Vaughan said the company had 
nothing to do with assuming operation of 
the island system. The company was not 
anxious to undertake any system which 
would show a loss. It did not propose to 
change the narrow-gauge equipment to 
standard gauge. The narrow-gauge stock 
could be serviced by Newfoundland 
shops and there would be no justification 
for a changeover. 


Trend Towards Oil Burning 

Mr. Vaughan said the C.N.R. was shift- 
ing more and more to the oil-burning en- 
gines as old equipment was replaced. The 
diesels were more economical in heavy 
work areas than steam locomotives be- 
cause they required less attention between 
duties. Since new oil discoveries in 
Alberta, the C.N.R. was concentrating 
diesels in the west. A further 100 steam 
locomotives in the Edmonton area were 
being converted from coal to oil. How- 
ever, the relative expense as between coal 
and oil depended on the price of these 
products at different points. The com 
pany was receiving more coal from the 
Maritimes for use in its Atlantic system, 
but western parts of the system still had 


to use coal imported from the United 
States. It was not economical for the 
company to bring Alberta coal farther 


east than Manitoba. 


UNITED STATES 

“ California Zephyr” Service 
A new daily passenger service each way 
between Chicago and San _ Francisco, 
known as the “California Zephyr,” was 
inaugurated on March 20 jointly by the 
Chicago, Burlington & Quincy, Denver 
& Rio Grande Western, and Western 
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Pacific. The stock for the service consists 
of 66 new coaches, built by the Budd 
Company. to be operated in six trains. 

Each train has a baggage car, three 
Vista-Dome coaches, a  Vista-Dome 
buffet-lounge car, two six-bedroom and 
ten roomette cars. a dining car, one 16- 
section sleeper, one six-bedroom and ten- 
roomette car, and a Vista-Dome lounge- 
observation car, with one drawing room 
and three bedrooms. 

Ihe trains, diesel-hauled throughout, 
cover the 2,532 miles in 50 hr. 30 min. 
eastbound and 51 hr. 20 min. westbound, 
and the schedule has been timed to allow 
passengers to see the scenery of the Sierras 
and Rockies in daylight. The route is 
the newest railway crossing of the Rockies, 
the Western Pacific section having been 
completed in 1909. It increased in im- 
portance in 1934 when a cut-off was made 
west of Denver, placing that city on a 
through transcontinental route. 


FRANCE 
Electrification Progress 

In spite of the lack of adequate credits, 
work on the electrification of the Paris— 
Lyons line is proceeding steadily. Railway 
and post office telephone wires have had 
to be displaced along the line to make 
way for the installation of catenary sup- 
ports and obviate interference from trac- 
tion current 

Work on sub-stations is also progress- 
ing; of a total of 27. 18 have been com- 
pleted. All the high-tension material 
for the Paris—Dijon section has been 
ordered and the i i 
and Brunoy—Samoy sections are com- 
pleted. Foundations for catenary sup- 
ports have been laid along 344 km. of the 
395 km. of the Paris—Dijon section; 123 
km. have also been prepared between 
Dijon and Lyons. 

Between Paris and Dijon, sub-stations 
will be installed about every 15 km., each 
comprising two 4,000-kW. transformers. 
Sub-stations will occur every 8 km. be- 
tween Dijon and Lyons, each comprising a 
single 4,000-kW. transformer. All sub- 
stations will be controlled from three 
stations at Paris, Dijon, and Lyons. 

Transformation or installation of auto- 
matic signalling has been going on as far 
as Dijon. Main tracks will be equipped 
with bronze catenary contacts and an 
auxiliary copper contact, fitted with an 
automatic regulating device. Along most 
of the line metal pylons will be used, but 
in other sections the use of pre-stressed 
reinforced concrete will economise in 
steel. 

The Paris—Lyons line includes 173 
bridges and 21 tunnels totalling 11,602 
metres in length. Some of these have 
insufficient clearance for electric traction, 
and tracks in 20 tunnels are being 
lowered, and openings for 95 bridges en- 
larged. Eighteen bridges are being recon- 
structed. 

As electric traction will enable heavier 
and longer trains to be run, tracks at 
depots, and platforms are having to be 
lengthened. Increase in speed limits is 
also necessitating realignment over 546 
km. of track; 850 km. are yet to be re- 
newed and curves totalling over 55 km. 
are to be realigned. 

All the electric power required will be 
produced by the Genissiat hydro-electric 
plant. Consumption by the Paris—Dijon 
section. which will be in service by the end 
of 1950, will be 250 million kWh. The 
Dijon—Lyons section will be completed 
in 1952 and the whole of the line will use 
400 million kWh. 
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Locomotive Cylinder Design—2* 


Factors involved in the design of the cylinder, with special reference to 
live and exhaust steam passages, water cocks, relief valves, and materials 


By George W. 


N unfortunate feature in all ordinary 
locomotive cylinders is the common 
passage for live and exhaust steam. The 
ideal would be separate channels for each, 
but this is not feasible with ordinary 
valves, and so that the exhaust steam may 
make a rapid exit before a quickly moving 
piston—and thus reduce the back pressure 
—these passages must be designed rather 
from the standpoint of a quick release for 
the exhaust steam, than from any con- 
sideration of the live-steam entry. What- 
ever provision is really satisfactory for the 
exhaust, also will be ample for the live 
steam, care being taken to avoid undue 
generosity in the proportions, otherwise 
the cylinder clearance volume percentage 
will become unduly high. 

The total area necessary for the ports is 
related to the steam velocity, the piston 
area, and the piston speed. Thus the port 
area times the steam-velocity should be 
equivalent to the product of the piston 
area and its speed. This is quite logical 
because, if the port area is too small, the 
cylinder will be starved of live steam, or 
the exhaust steam will be throttled in its 
escape and back pressure values go up in 
consequence. 

Port-Area < Steam-Velocity 
(Area x Speed). 
or Port-Area = Piston (Area xX Speed) 

Steam-Velocity 


Piston 


or A = (7D®S)/4V. 
But S, the piston speed = (2LN)/12 
.. A = (27D*LN)/48V 
= 0°1309 D*LN/V....... (8) 


__ If we assume diam.-speed, that is a speed 
in m.p.h. equal to the wheel dia. in in., the 
above becomes :— 


A = 336 (0-1309 D*L)/V 
= 43-9 DL/V........ (9) 


One of the terms still remaining, the 
steam velocity, V, is somewhat difficult to 
define with any degree of certainty, but 
the following values, given by Mr. D. A. 
Low, frequently are used :— 


Main steam pipes ... 5,000 to 8,000 ft. per min 


Exhaust pipes, ports and 

passages eS sas ... 4,000 to 6,000 
Steam ports and passages ... 4,000 to 7,000 
Steam port opening ... --- 6,000 to 9,000 


As the port area considered in formule 
(8) and (9) is for exhaust steam, the maxi- 
mum value of 6,000 ft. per min.—inci- 
dentally the minimum value for live steam 
—may be accepted as a safe figure to 
work to. For the area of port opening 
necessary for live-steam admission, the 
value of 7,500—the mean of Low's values 
for this purpose—may be used to calcu- 
late the port opening in readiness for the 
valve gear design. He also gives the fol- 
lowing formule for the areas of steam and 
exhaust ports :— 
Area of steam port 

Area of piston 
Area of exhaust port 

Area of piston 


= 0-07 to 0:12, average 
0-09. 


= 0:16 to 0-23, average 
0-19. 


The above values, which agree with 
many actual cases giving good service, are 
intended to apply to simple engines only, 
and the high-pressure cylinders of com- 





* Part 1 appeared in our issue of April 8 


McArd, A.M.I.Mech.E. 


pound locomotives. For the low-pressure 
cylinders of compound engines :— 


Area of steam port 


a = 0:056 to 0-078, 
Area of piston average 0-064 
Area of exhaust port 0-079 to 0-149, 


Area of piston average 0:114. 

The port areas being settled, the pro- 
cess of determining the length and width 
of the rectangular opening in the port face 
for slide-valve cylinders is a simple one, 
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is of such an area as will enable the 
exhaust steam to escape quickly enough 
to ensure reasonably low back-pressure, it 
does not follow that the actual exhaust 
port need be restricted to the same dimen- 
sions, Actually, this can be twice the area 
of the steam port, or twice the length of 
the steam port when measured longi- 
tudinally with the cylinder axis, and the 
path of the outflowing exhaust should be 
carefully graded immediately it escapes 
from the steamchest, right up to the blast 
pipe, where it commences to be artificially 
restricted to the most suitable area for 
producing the required smokebox vacuum. 
The point to be watched carefully, there- 
fore, whether designing the exhaust 
branches in the cylinder, or the blast pipes 
and branches, is the changing sectional 
end; 


area from end to on no account 
should this be allowed to vary in an erratic 
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Fig. 5—Section through steam ports and passage in piston 
valve cylinder 


allowance for corner radii. Before leaving 
this section, it may be observed that Petti- 
grew suggests that the steam port opening 
for slide-valve cylinders should be equal 
to 0:7 times the piston area, the length 
being from 0-5 to 0°8 of the cylinder dia. 

For piston-valve engines the method is 
slightly more involved and is illustrated by 
reference to Fig. 5. The sectional areas 
of free passage way at AA and BB 
combined, should be not less than the 
total area through the four ports through 
which steam can flow. Likewise, the com- 
bined passage areas at CC and DD should 
be equal to the sum of the seven ports 
(six and two upper halves) within the half 
circle above the piston valve centre. In 
other words, if ports are provided, see 
that the steam flow is not restricted in its 
passage through these. 

After the port and passage areas are 
tentatively decided on, a check should be 
made of the clearance volume, against the 
values already recommended. Although 
the port now settled is the steam inlet and 


or haphazard manner, but should show a 
gradual enlargement on the cylinder up to 
the outlet from the cylinder casting, and 
from that point decrease gradually in area 
to the blast-pipe orifice, where a small but 
quick reduction brings it to the required 
outlet bore for obtaining the desired 
smokebox vacuum. 


Steam and Exhaust Branches 


For simple engines with inside cylinders 
and a single steamchest. the steam supply 
usually is arranged through a single lead 
from the tee pipe, or header, to the inlet 
on the steamchest, and serves to feed both 
cylinders: with outside cylinders a separate 
pipe connects each cylinder to the regu- 
lator outlet. In either case, the inlet bore 
is usually the same and a common figure 
is D/4 measured in inches. When fixing 
this dimension, a wise designer prefers to 
err on the generous side, as otherwise 4 
good engine may be rendered less effec- 
tive than it might have been. 

The type of joint is settled in most 
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Fig. 6—Type of relief valve fitting on steamchests for non- 
superheated locomotives 


designs by the railway C.M.E., but two 
types of joint are available, the flat joint 
and that in which a lens ring is used to 
make the seal. The latter allows greater 
flexib:lity to the pipe when under pressure 
—and therefore at comparatively high 
temperature—but has the demerit of pro- 
viding two joints, which must be kept tight 
against one only when a flat flange jo-nt 
is used. 

The exhaust branches from the steam- 


chest to the cylinder apron level, or 
wherever they ‘terminate, already have 
been discussed, and the joints between 


these and the outside exhaust branches 
invariably are made by flat faces. 


Water Cocks and Relief Valves 

All cylinders, however well lagged, are 
subject to the cooling action of the sur- 
rounding atmosphere, and the resultant 
condensate naturally settles to the lowest 
point of the steamchest or barrel. At each 
end of the cylinder, therefore, a boss is 
provided to carry a drain cock, or valve, 
which serves to drain each side of the 
piston and a third fitting connected by a 
pipe line to the lowest point of the steam- 
chest, is screwed into a blind-ended boss, 
in line with the first two cocks referred to. 
All are operated by rods and levers from 
the cab, being opened and shut at will by 
the driver; when opened during admission 
of steam to the cylinders, the water is 
forcibly ejected and the cylinder 
thoroughly drained. 

In some designs, the opening and closing 
is effected by a servo-cylinder mounted 
beneath each cylinder and in the same line 
as the cocks to be worked; these servo- 
cylinders are steam controlled from a cock 


in the cab, and are quicker in operation 
and appreciably less laborious than the 
hand operation previously referred to. 
Two types of drain cocks are in regular 
use, the ordinary plug cocks, and the pat- 
tern in which a separate spring-controlled 
valve closes the outlet. The latter pattern 
is the easier to operate, but is liable to 
have its seating fouled by grit, the result 
being a valve which is continually blowing. 
When the engine is coasting, or running 
with the regulator shut and the steam 
supply to the steamchests therefore cut off, 
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a vacuum is created at each end of the 
cylinder by every outward stroke of the 
piston, and this may have serious results 
unless proper steps are taken to cope with 
the position. 

Throughout the stroke of the piston, 
first with the cylinder and steamchest con- 
nected by the open valve, and after- 
wards with the inlet port closed, the 
action of the reciprocating piston is that 
of a pump. The space. behind the piston 
is reduced to such a state of vacuum, that 
air from the smokebox rushes in through 
the blastpipe to fill the void, immediately 
the valve opens to exhaust, and the incom- 
ing air is heavily charged with ash and 
coal grit destructive to the working sur- 
faces of the cylinder, as well as detrimental 
to the efficiency of the lubrication. 

To counter this result on non-superheated 
engine cylinders fitted with flat slide-valves, 
an ordinary relief valve as shown in the 
drawing, Fig. 6, is mounted. While steam 
fills the chest, the valve is held on its 
seat, but when the regulator closes, the 
valve is free to lift and admit clean air to 
the steamchest. This overcame the original 
difficulty, but at the same time introduced 
another, that of cooling the walls of the 
chest and causing a loss of heat whenever 
the regulator was closed. The valve illus- 
trated in Fig. 6 has a small clack fitted 
which comes into operation every time the 
main valve lifts, releasing a small quantity 
of oil which is carried through on the 
stream of incoming air, in order to lubri- 
cate the working faces of cylinder and 
steamchest. 


Superheated Locomotives 

On superheated locomotives a_ better 
scheme is adopted, in which air is admitted 
through a snifting valve situated, usually, 
on top of the smokebox behind the chim- 
ney. The fitting is mounted on the super- 
heater header and admits air to the 
saturated steam section, from which it 
passes to the steamchests via the elements, 
thus serving a dual purpose by eliminating 
any risk of a vacuum in the cylinder, and 
also any possibility of the superheater 
element bends being burnt. In some 
schemes a small jet of steam is admitted 
to the elements instead of air, the amount 
passing to the cylinders being insufficient 
to generate power behind the pistons, but 
ample to lubricate the working faces. 

Yet a further difficulty arises with piston- 
valve cylinders in the event of water or 
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excess pressure forming in the cylinder 
barrel.. Where a flat slide-valve is in 
operation, any excess pressure in the cylin- 
der is relieved instantly by forcing the 
valve off its seat, but such action is impos- 
sible with the piston valve, and special 
relief valves are combined with the water 
drain-cocks in many engines, to achieve the 
desired result. 


Preventing Extreme Compression 


On many engines, some form of by- 
pass valve is mounted on the cylinder, its 
particular function being to isolate the two 
sides of the piston while the regulator is 
open, but to connect these immediately 
steam is shut off. This prevents any pos- 
sibility of extreme compression, or alterna- 
tively a vacuum, occurring at either side of 
the piston, and at the same time is of 
considerable assistance in reducing the 
internal resistance when the “dead” en- 
gine has to be moved. 

The Fowler-Anderson by-pass valve 
and the Hendrie valve are illustrated, 
Figs. 7 and 8. The Fowler-Anderson by- 
pass valve is held closed by the action 
of a separate steam jet connected to the 
saturated steam side of the superheater 
header; when the regulator is opened the 
steam closes the valve and isolates the two 
ends of the cylinder. When the regulator 
is shut. pressure in the by-pass fails and 
the valve attomatically opens. 

In the case of the Hendrie fitting, when 
steam is admitted to the cylinder a small 
amount passes by way of the 7-in. hole 
shown in the valve body to the back of 
the valve and shuts down the connection 
between the steamchest and the cylinder 
port. 

When the engine is coasting, how- 
ever, immediately a vacuum is created in 
the steamchest, the valve opens and com- 
munication between both ends of the 
cylinder is established. 


Materials 


Although cylinders have been made in 
cast steel, difficulty always is experienced 
in obtaining sound castings, and as iron 
foundries with experience in this class of 
work can produce castings with a low per- 
centage of wasters, iron is almost invari- 
ably chosen for these parts. The standard 
specification of a leading firm of consult- 
ing engineers in this country calls for these 
castings to be made of close-grained, hard 
cast and strong cold-blast iron, twice cast, 
as hard as can be worked, and perfectly 
free from honeycomb and all other 
defects. 

Testbars are to be provided on every 
cylinder, and must only be broken there 
from in their inspector's presence. Bars 
may be 14 in. long with a section of 2 in. 
x 1 in. they are to be capable of sus- 
taining without fracture a load of 90 
cwt., when placed on bearings 12 in. 
apart, with a minimum defiection of 
0.06 in. or if of 1 in. square section, they 
must sustain unfractured a load of 30 
cwt., on .bearings 12 in. apart with a 
minimum deflection of 0-07 in. 


THE TERRAPIN MOBILE DWELLING.—At a 
point on the Watford, Herts., by-pass last 
week, an aluminium container arrived by 
road and in two hours was transformed 
by six men into a four-room dwelling 
ready for occupation. This prototype 
mobile dwelling was constructed at the 
light alloy works of Richard Thomas & 
Baldwins Limited at Cwmfelin, South 
Wales, for Terrapin Dwellings Limited. 
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Fig. 8—Hendrie by-pass valve 


High-pressure cylinders and valve chests 
are to be subjected to a prescribed 
hydraulic test pressure in the inspector’s 
presence, and low-pressure cylinders and 
valve chests may be tested to 25 per cent. 
only above the maximum working boiler 
pressure. 

No touching-up of defective castings by 
burning-in, fusing, plugging, or any other 
means is permitted except by the engi- 
neers’ authority in writing. 

A testplate is attached permanently to 


each cylinder, giving the maker’s consecu- 
tive number, the steam and hydraulic test 
pressures to which it was subjected, the 
date of test, and the inspector's stamp. 
The steel frequently used for the 
“ driving fit” bolts used to secure the 
cylinders to the frames has a_ tensile 
strength of from 32 to 36 tons per sq. '1, 
a 25 per cent. elongation in 2 in. and a 
reduction in area varying from 35 to 40 


per cent. 
(Concluded) 





and will be on view at the Castle Brom- 
wich, Birmingham, section.of the British 
Industries Fair from May 2-13. The 
Terrapin mobile dwelling comprises a cen- 
tral or main body 22 ft. by 7 ft. 6 in. 
with two complete wing rooms, each 
13 ft. 9 in. by 7 ft. The wing rooms are 
collapsible and the floor and wall units 
which form them are pivoted so that 
they may be folded into recesseg in the 


side walls of the main body when the 
house is in transit; the roofs of the wing 
rooms are retractable and are housed 
under the roof of the main body. Plumb- 
ing and electric wiring are incorporated 
with modern fittings. The dwelling has 
been designed to provide industry with an 
immediate means of housing workers 
comfortably and economically where tra- 
ditional housing is not available. 
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Viaduct Cover-Plate Renewals under Traffic 


Simple method used by the Erie Railroad 
engineers at Belfast viaduct, 3,120 ft. long 


vs 





The Belfast viaduct has two \20-ft. and twenty-four 80-ft. spans 


alternating with 40-ft. tower spans 


THE combination of ever-increasing load- 

ing and corrosion recently made im- 
perative the renewal of all the “~ flange 
cover-plates of the girders in the 3,120-ft. 
long Belfast viaduct on the Erie Railroad. 
The bottom flanges were only slightly cor- 
roded, and there was no necessity to 
change them. 

The viaduct consists of two 120-ft. spans, 
and 24 80-ft. spans, alternating with 24 
40-ft. tower spans over the steel trestle 
piers. Every second 80ft. span is pro- 
vided with expansion bearings. The piers 
are designed for carrying a double-line 


main-girder cover-plates depended on a 
careful computation of the stresses in the 
top flanges of the girders, and the precise 
determination of the effects of impact on 
them. It was found that if speeds strictly 
were limited to 15 m.p.h., traffic could be 
passed safely over the viaduct with only a 
proportion of bolts in the top flanges, in 
place of full riveting, without subjecting 
the flanges to excessive unit stresses. This 
allowed renewal of the plates to be carried 
out in situ without intermediate support 
for the girders, or even the necessity for 
a crane, or a material train, 
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full-length. was added. The 120-ft. girders 
had four 8-in. X 8-in. x j-in. angles and 
five }$-in. x 18-in. cover-plates, one being 
full-length and spliced at two points. Here 
again, the angles were retained in place, 
and four of the old cover-plates were re- 
used, with the exposed corroded ends re- 
placed by new lengths of plate butt-welded 
on; the fifth plate was replaced by a new 
one. In this instance, the additional plate 
fitted is full-length in sections and measures 
; 18 in. 


$ in. xX 
Work of Renewal 


The renewal work started at one end of 
the viaduct and proceeded span by span 
across the structure. The guard- or check- 
rails fer about three spans ahead were 
first removed, and, on the span of which 
the plates were being renewed, every third 
sleeper was taken out, to allow room for 
shifting the other sleepers as required by 
the work. All rivets then were cut out 
from the flanges and their connections with 
the cross-bracings. New gusset-plates for 
attaching the bracings were installed, and 
the rivets replaced by bolts, according to 
plan. The plan also allowed for fully 
bolting the flanges from the ends of the 
girders to the first intermediate stiffeners, 
and for a total of 300 bolts being used in 
each 80-ft. girder and 140 bolts in each 
40-ft. girder, the bolts being, at most, in 
every third hole. Also, 50 per cent. of 
the bracing connection holes were bolted, 
with a minimum of three bolts per connec- 
tion. 

To facilitate their withdrawal the old 
cover-plates were tack-welded together, as 
were also the bracing gusset-plates to the 
flange angles, so as to hold the bracings 
in place when the bolts were removed to 
allow the cover-plates to be changed. 
The new cover-plates were spot-welded to- 
gether in pairs. 

After line occupation had been obtained, 
the sleepers were removed from a 10-ft. 
length at each end of the span and the 
track was jacked up 18 in. on to packings. 





Left : 
the new cover-plates were pulled into position while the track was raised. 
compared with the old corroded plates 


superstructure, but, at present, the spans 
are only single-line; they are of the plate- 
girder deck type. 

To avoid the removal of the spans, or, 
alternatively, the erection of costly false- 
work, it was decided to renew the cover- 
plates by another method. The oppor- 
tunity was taken (1) to provide an addi- 
tional top cover-plate for each girder, to 
increase its strength; (2) to reconstruct the 
side-walk; and (3) to renew the cover-plates 
of the box-type capping girders over the 
trestles. 

The method adopted for changing the 


A set of old corroded cover-plates being pulled out on to the deck of the viaduct. 


The top flanges of the various types of 
main girder were as detailed below. Those 
of the 40-ft. spans consisted of two 6-in. 
x 6-in X #-in. angles, and a full-length 
cover-plate 3 in. thick. The angles were 
left in place, but the cover-plate was re- 
placed by a new similar one, and an addi- 
tional full-iength ?-in. x 16-in. plate also 
was fitted. In the 80-ft. girders, similar 
angles were used, but there were three 
$-in. X 16-in. cover-plates, one of which 
was full-length. These three plates were re- 
placed by three others, all full-length, and 
a fourth cover-plate, 3-in. x 16-in., also 


Right : Showing how 
Note the thickness of these as 


This allowed the old cover-plates, now 
unbolted, to be withdrawn longitudinally 
with the aid of a one-ton pneumatic hoist 
and tackle, and the new plates to be hauled 
in almost simultaneously to replace them, 
a second similar hoist being used for the 
purpose. The new plates, which previously 
had been drilled’ to template in the bridge 
and structures workshop, then were bolted 
into place to the same plan as the old 
ones had been, the sleepers were replaced, 
the track lowered and the traffic block 
removed. As the extra }-in. cover-plate 
(Continued on page 481) 
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Musical Broadcasts at Waterloo Station 


Planning and organisation of a popular passenger 
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FIRST introduced by the Southern Rail- 

way during the aerial assault on London 
in 1940, the musical broadcasts at 
Waterloo Station soon gained pupular com- 
mendation as an antidote to wartime 
gloom. On a number of occasions the 
facilities have undergone modifications to 
bring them into line with widening experi- 
ence, and in 1948 they were the subject 
of a fairly comprehensive survey designed 
to sound public opinion on the system’s 
merits as a permanent facility. 

A cross-section of suburban pasengers 
was questioned by selected members of 
the railway staff, who were posted at 
various positions covering platforms 1 to 
7. These men were stationed on both the 
concourse and platforms, and, so that pas- 
sengers hurrying to work should not be 
troubled, it was decided that the census 
be conducted in the evenings only. 

Certain difficulties that might have arisen 
from the interrogatory procedure were 
avoided by the use of a special sequence 
of questions. After the necessary intro- 
duction, passengers were asked if they lis- 
tened to the broadcast of music and, if 
so, whether they liked or disliked the 
system. Though comment was not invited. 
over 95 per cent. of those interviewed 
volunteered to do so, and their remarks 
were recorded. 

The census showed that of 737 passen- 
gers interviewed between 4.45 and 6.30 
p.m. on selected Monday, Tuesday. and 
Wednesday evenings, 714 gave answers and 
only 23 were either uninterested or in too 
great a hurry. This widespread interest 
in the amenity also showed that 632 per- 
sons, predominantly regular passengers. 
were in favour of the music and only 67 
against; the remainder were non-committal. 
The passengers interviewed, of ages rang- 
ing from 14 to the seventies, covered a 
very wide range of occupations, and there 
was no indication that the one in nine 
persons not in favour came from any par- 
ticular age group or occupation. 

Although several persons were critical 
of certain features of the system, the great 
majority was very favourably inclined to 
the broadcasts; most frequent suggestion 
was for lively marches in the morning, with 
more soothing music at evening time. A 
noteworthy comment was made by a pas- 
senger who thought that the sudden ces- 





amenity 


sation of music had the effect of alerting 
people standing about and, in his opinion, 


made them more attentive to any 
oral announcements that followed. A 
Rhodesian housewife said she had not 


heard the broadcasts before and liked the 
idea very much. Similar 
comment was made byean 
insurance broker from the 
United States, and a hotel 
worker even asserted that 
he occupied many an hour 
in listening to the broad- 
casts. 

Added to experience, the 
details gathered from this 
census have proved of sin- 
gular value and, by now, 
a considerable knowledge 
has been built up of the 


music most suited to 
station broadcasting, from 
both the technical and 
public viewpoints. As be- 
came apparent from the 
census, some personal 
tastes in this matter were 


directly opposed, but the 
majority had no com- 
plaint as to the music 
being relayed. Because of 
the possibility of confusion 
with train announcements, 
vocal records have been 
avoided and, furthermore, 
it has been found necessary 
to limit the range of in- 
strumental works! to those 
which require compara- 
tively little tonal adjust- 
ment from the operator 
and are most generaliy 
suited to the surroundings. 

Catering for the casual 
listener found at the rail- 
way station naturally pre- 
sents difficulties, as the 
person merely passing 
through does not have the 
opportunity of listening to 
more than short passages 
of the recording. Equally, 
due consideration must be 
accorded the passenger 
waiting for long-distance 
trains, particularly on 
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summer Saturdays when light, cheerfy| 
music is a definite aid in passing time, 

Under these conditions, it was found 
impracticable to relay large-scale orchestral 
works such as concertos and symphonies, 
as, apart from their unsuitability, the con. 
siderable ranges in volume that they dis. 
play involve a _ variety of technical 
problems. For similar reasons, “jive” 
and “swing” are excluded, though dance 
music and musical comedy have proved 
popular and, together with certain light 
compositions, provide the principa! content 
of the present musical fare. Even tone and 
volume have proved to be two of the 
major factors in deciding a record’s guit- 
ability. 

Selection of records to cover the widest 
possible range of tastes within the limits 
stated, is an exacting task which has been 
apportioned to two lady members of the 
staff at Waterloo. Between these js 
divided the dual responsibility of choice 
from musical properties and from. suit- 
ability to the relaying system. By arrange- 
ment with the His Masters Voice record 
company, the Southern Region is advised 
of new issues and those records selected, 
eventually are embodied in the series of 
readily-available sets kept at Waterloo, 
should breakage or wear render individual 
replacements necessary. 

There are eleven permanent sets of 
general records, the composition of which 
is changed only for replacement purposes 
and run for some five weeks before it is 
necessary to return to any one set. Apart 
from sets of general records, the stock in- 





Announcing and record-playing equipment 
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949 
cludes five albums of marches for morning 
eerful proadcasts and special Sunday programmes 
e. of 23 or 24 records. The marching and 
found neral sets are changed every Monday 
lestral and Thursday and, dependent on the num- 
Onies, ber of train announcements broadcast, do 
> COR not involve a repeat in under 90 min. A 
Y dis- typical general set is shown below: — 
hnical Title Orchestra 
jive if “ Roses from the South" a 
p wena  Danee Circassienne * Regent Classic 
roved “Come oes to Sorrento’ ~ Victor Silvester 
light “ Heartaches : . 
ont “Valse Bleue = Harry Davidson 
dntent “Esperano’ a 
le and “Tales from the Vienna) 
f the Woods "” }Victor Silvester’s Strings 
: suit- “Wine, Women and Song my 
“ Espana "” 
widest "The, Roast Lad of oi rte of the R.A.F. 
limits “Ie'sin the Air ”” 
_ been “ Hasta la Vista” ice Ve ; peat 
of the “Waltz of the Violins” ~ Wietor Silvester’s String 
se is “On the Trail to "Spanish 
hoi Bit” ‘ Boston Promenade 
. oo “ Prairie Sky" ve 
suit- 
“ St. Bernard Waltz "’ fom ‘ 
ange- “The Arcadians”” ... ; Harry Davidson 
ecord “ Ride of the Riff oan ", “Vous ‘Vexe Geane 
1vised Gay L ce” os ‘ 
“Three Ballet Tones” toe 
_ “The Leap Year Waltz” “* hDrury Lane Theatre 
erloo, Since the musical Seenitigeatn were intro- 
vidual duced increased knowledge of require- 
ments has brought various modifications to 
ts of the hours of performance. Originally, 
which weekday broadcasts were made between 4 
poses and 7 p.m. only, with an extra programme 
it is between 12 and 3 p.m. on Saturdays. At 
Apart present, the hours are as follow: — 
k in- Sunday... tee 10 a.m. to 10 p.m. 
Weekday ... dua 7-10.0 a.m. 4-10 p.m. 
Saturday ... een 7-10.0 a.m. 12-10 p.m. 


Although at one time no music was 
broadcast on Sundays, the particular re- 
quirements of that day now are catered 
for in specially-selected recordings of light 
orchestral music, broadcast intermittent 
with train announcements throughout the 
day. One of these Sunday programmes is 
made up as follows: — 


Title Orchestra 
“Valse Romantique ” wae 
“Chelsea China” .. ~ bNew Concert 
“Sylvia Dances”’ ... = 
“Les Sylphides ” : aay New Concert 
“Summer Days ’’ Suite ... Light Symphony 
“Ponteio”’ “1 
“ Boulevardier ”’ ") p New Concert 
wee Light Pieces ’” .» New Concert 
“Liebesleid ’ on ts 
“Liebesfreud ”” 4 ~: handre Kostelanetz 
“Demande et Response agers 
_ Cromer * oes  bNew Concert 


“The Butterfly ’” 

” the Shadows "’ 
“Evensong "’ 

“Gentle Maiden” 

“Gung’lin the Ballroom’ New Concert 

“Bird of Love Divine’... 

“Pale Hands | Loved ” 7: hNew Concert 
“Laughing Eyes”” ... sou 
“ Mystic Beauty ”’ 7 ¢ Charles Ernesco 

“William Tell’ Ballet Music Sadler’s Wells New Con- 

cert 


: bLondon Promenade 


ee \ New Concert 


=s Peter Yorke 


’ 


“ Caprice for wail 
“Prunella”’ .. 


“LaSiesta’’.. i 
“Thanks for your Love” ~~: Charles Ernesco 


“Miniature Suite’? (Eric 
Coates) ... “a ..» New Concert 
“ ney Parade "’ = sna Promenade 
“Serenade from jHassan ”” J 
athe | Holy Boy "" .. =) ‘oo and His 


“The Maid a the ‘Mien 
tains’ _ .. London Theatre 


“Ina Sentimental Mood” 
“Smoke Rings ”” “=: hNew Concert 


“ Tchaikowsky Fantasie” «» London Concert 
eth This pecan s “7 L New Cousece 


Train aunomncomnents and records are 
(Continued on page 481) 
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Layout of loudspeaker units and other installations for musical 
broadcasting at Waterloo Station 





THE RAILWAY GAZETTE April 29, 1949 


Musical Broadcasts at Waterloo Station 
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Announcer’s box and kiosk housing broadcasting equipment, as now situated between platforms 15 
and 16 at Waterloo Station 
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New Hydraulic-Lift Hand Truck 


Weights up to 10 cwt. lifted 56 in. in one 
minute by 55 strokes of hand pump lever 


A NEW version of the hydraulic-lift hand 

truck has been developed by Power 
Jacks Limited, Valetta Road, Acton, Lon- 
don, W.3, which firm originally produced 
this machine, the Newton Hydratruck, to 
meet the requirements of its own works. 
The purpose of the truck was to speed up 
and simplify the handling of press tools 
between stores and machine shops. Other 
jobs which had previously been done by 
hand, or with block amd tackle, came 





Truck with load in raised position 


within its scope, and the truck in its 
present form will handle loads up to 10 
cwt. 

The platform can be raised to its maxi- 
mum height of 4 ft. 8 in. in less than one 
minute and descends in about 20 sec. In 
the event of a failure of the hydraulic 
system a sudden drop of the platform is 
prevented by a control valve within the 
body of the lifting ram which regulates 
the descent to a safe speed. 
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Each Hydratruck is proof loaded to 121 
cwt. and guaranteed for six months. There 
is at present no official regulation calling 
for a certified overload for this type of 
truck, but a certificate of test is issued 
with each machine. 

The lifting platform of the Hydratruck 
measures 30 in. by 30 in. and the overall 
length is 51 in. by 30 in. To raise the 
platform to its maximum height of 


4 ft. 8 in., not more than 55 strokes of the 
hand-operated pump are required. The 
wheels and castors are equipped through- 
out with roller bearings and solid rubber 
or metal tyres, according to requirements. 
Braking is by means of fabric-lined disc 
brakes acting on the front wheels. 














Wreckage of a suburban train, one of three trains involved in a recent accident at Le Bourget, Paris. 


An express from Hirson to Paris Nord was derailed and crashed into a bridge. 


collided with the fallen masonry and another ran into the express. 
injured, but only one killed, probably Lecause of the metal construction of most of the coaches 


One local train 


Two hundred passengers were 
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RAILWAY 


PERSONAL 


The Midland Bank Limited announces 
that Sir Frederick C. Stewart (a Director 
of the Clydesdale Bank Limited) has been 
elected a member of its board and of the 
board of the Midland Bank Executor & 
Trustee Co. Ltd. Sir Frederick Stewart is 
Chairman of the North British Locomo- 
tive Co. Ltd. 





Mr. R. W. Foxlee, C.B.E., M.LC.E., 
who has been appointed Engineer- in-Chief 
to the Crown Agents for ‘the Colonies, 
comes of an engineering family, being the 
elder son of the late Mr. W. T. Foxlce, 
M.LC.E., at one time Engineer-in-Chief of 
the New South Wales Government Rail- 
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matters of policy, and for the general 
direction of the whole of the engineering 
activities of the Crown Agents’ Office. 





Mr. Norman Johnson, M.I.Loco.E., 
who, as recorded in our last week’s issue, 
has been appointed Chief Engineer of the 
Pullman Car Co. Ltd., received his early 
training at the Swindon Works of the 
Great Western Railway. In 1914 he was 
awarded the first prize and silver medal 
of the City & Guilds Institute for rail- 
way carriage building. After serving with 
the B.E.F. in France from 1915-18 he 
returned to Swindon. but in 1920 was ap- 
pointed an Assistant Carriage & Wagon 
Superintendent on the North Western 
Railway. India. After holding various ap- 
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British Railways, was born in 1884, and 
educated at St. Mark’s College, Chelsea. 
He served for three years with the Sur- 
vevors to the Ecclesiastical Commissioners 
for England, before entering the Hotels 
Department of the London & North 
Western Railway in 1904. During his ten 
years in that department and in the posi- 
tion of Outdoor Assistant he gained much 
experience in the reorganisation of the 
hotels and catering in England, Wales, 
Ireland and Scotland. In 1914 he was 
appointed Hotels Manager, Great North of 
Scotland Railway, at Aberdeen. In 1918 
he held a commission in the R.N.V.R., and 
was engaged in mine sweeping. In 1925 
Mr. Ryan was appointed Hotels Manager, 
Southern Scottish Area, L.N.E.R., and in 





Mr. R. W. Foxlee 


Appointed Engineer-in-Chief, Crown Agents 
for the Colonies 


ways and in his latter years in private 
practice in Westminster. Mr. R. W. 
Foxlee was born in 1885, and was educated 
at Westminster School. He commenced 
his engineering career as a pupil of the 
late Mr. Alexander Ross, then Chief 
Engineer, Great Northern Railway, and 
served in the New Works Department of 
that railway from 1906 to 1909, and in 
the Maintenance and New Works Depart- 
ments of the Great Central Railway from 
1909 to 1915. In 1915 Mr. Foxlee joined 
the engineering staff of the Port of London 
Authority, where he gained experience in 
dock construction and maintenance. He 
left the P.L.A. in 1921 to join the Crown 
Agents for the Colonies as Deputy Head 
of the Engineering Designs Department, 
and was appointed a Deputy Chief En- 
gineer (Civil) im 1928, and Chief Civil 
Engineer in 1945. Mr. Foxlee, in his per- 
sonal capacity, also advises the Secretary of 
State for the Colonies on matters of policy 
involving public works, railways, harbours 
and other subjects. Among his other 
activities he has always taken a great in- 
terest in bridge construction and permanent 
way. He was awarded the Trevithick 
Premium by the Institution of Civil 
Engineers in 1934 for his paper on 
‘Hammer Blow Impact on _ Railway 
Bridges.” In his present position as 
Engineer-in-Chief. he will be responsible 
for all important questions involving 


Mr. Norman Johnson 


Appointed Chief Engineer of the 
Pullman Car Co. Ltd. 


pointments, he became Works Manager, 
Carriage & Wagon Shops, Moghalpura 
(Lahore). In 1932 he was transferred to 
the Burma Railways as Deputy Locomo- 
tive & Carriage Superintendent, and in 
1937 became Locomotive, 
Ferry Superintendent (later designated 
Chief Mechanical Engineer). With the 
Japanese occupation of Burma, Mr. John- 
son, with other officers of the Burma Rail- 
ways, reached India in May. 1942, after 
a difficult journey through unpopulated 
and largely unknown country. On arrival 
in Simla he was responsible for organis- 
ing a nucleus headquarters of the Burma 
Railways; and he served as_ Railway 
Representative on the Transport & Com- 
munications Committee, set up by the 
Governor of Burma to plan the co-ordina- 
tion of transport in Burma. In August, 
1943, Mr. Johnson’s services were lent to 
the Government of India Supply Depart- 
ment. In December, 1945, he returned to 
Burma to organise the rehabilitation of 
the Mechanical Department of the rail- 
ways. He proceeded on leave prepara- 
tory to retirement in April, 1947, since 
when he has made a tour of the railways 
of South Africa and Southern Rhodesia. 


Carriage & 





Mr. A. A. Ryan, who, as recorded in 
our April 8 issue, is retiring shortly, on 
reaching the age limit, from the position of 
Hotels Superintendent, Eastern Region, 


Mr. A. A. Ryan 


Hotels Superintendent, Southern Area, L.N.E.R., 
and Eastern Region, British Railways, 1945-49 


1936 he became Hotels Superintendent, 
North Eastern Area. He was appointed 
Hotels Superintendent, Southern Area, in 
1945, and he has continued in that posi- 
ticn for the Eastern Region of British Rail- 
ways, since January 1, “1948. 





We regret to record the death. while on 
holiday in Bariloche, Argentina, of Mr. 
John Cook, Chief Mechanical Engineer 
of the General Urquiza Railway (former 
Entre Rios and Argentine North Eastern 
Railways). A portrait and biography of 
Mr. Cook appeared in our April 9, 1948, 
issue, 

Mr. R. C. Plowman, Executive Director 
of the British Thomson-Houston Export 
Co. Ltd., has retired, after 30 years ser- 
vice with B.T.H., all in connection with 
overseas trade. Mr. E. V. Small, pre- 
viously Director & General Manager of 
the company, has been appointed Man- 
aging Director. and, to fill the vacancy 
caused by the retirement of Mr. Plow- 
man, Mr. J. N. MacDonald, Manager of 
the London Office of the B.T.H. Export 
(Company, has been appointed to the 
board as Executive Director. The ad- 
ministration of all overseas representation, 
previously carried out by Mr. Plowman, is 
being undertaken by Mr. C. W. Peyton, 
wno has been appointed Manager, Over- 
seas Representatives & Agencies. 
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British Railways Public 
Relations & Publicity 
Officers 


(See biographies on 
opposite page) 


Mr. D. S. M. Barrie Mr. G. Wynne Davies 


Mr. George Dow 


\ 


Mr. M. B. Thomas Mr. S. W. Jesper Mr. H. M. Hunter 
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Mr. D. S. M. Barrie, M.B.E., who is 
Public Relations Officer to the Rail- 
way Executive, was born in 1907 at New- 
port, Monmouthshire, and was educated at 
Tonbridge School. After eight years’ ex- 
perience of all branches of editorial work 
with the Daily Graphic and with Allied 
(now Kemsley) Newspapers, he joined the 
Advertising & Publicity staff of the 
L.M.S.R in 1932, and took a prominent 
part in the development of staff news- 
papers by that company. During the re- 
cent war he served with the Royal Engi- 
neers (Movement Control Section), latterly 
with the temporary rank of Lt.-Colonel; 
for services in North West Europe he was 
made an M.B.E. (Military Division) in 
1946, and was also awarded the United 
States Bronze Star Medal for services in 
connection with the movement of Ameri- 
can Forces through the port of South- 
ampton. On returning to railway service 
he became Assistant (Press & Publicity) to 
the L.M.S.R. Advertising & Publicity 
Officer in 1946. When the railways were 
nationalised he became Assistant Adver- 
tising & Publicity Officer, London Mid- 
land Region, and he relinquished that post 
on his appointment as Public Relations 
Officer, Railway Executive, in July, 1948, 
which position he still holds. 


Mr. G. Wynne Davies, O.B.E., M.A., 
M.Inst.T., who is Publicity Officer to the 
Railway Executive, was educated at Rep- 
ton and Clare College, Cambridge. He 
joined the Southern Railway in 1926, and 
in 1928 was selected as one of the first 
of its cadets. After four years training 
in all departments he was appointed Assis- 
tant to the Road Transport Liaison Officer 
in 1932. In 1935 he became Assistant to 
the London (East) Divisional Superinten- 
dent; in 1938 was appointed General Pur- 
poses Officer to the General Manager; and 
in 1939 went to the Secretary’s Office, 
where he was subsequently appointed 
Assistant Secretary to the company. Mr. 
Wynne Davies had held a commission in 
the Royal Engineers (Supplementary Re- 
serve) before the war, and on September 
4, 1939, he proceeded to France with 
G.H.Q., B.E.F. Subsequently he served on 
the staff of G.H.Q. Home Forces, 
A.F.H.Q., and H.Q. Eighth Army in North 
Africa and Italy, during which time he 
was mentioned in dispatches four times 
and made an O.B.E. (Military Division). 
He left the Army in September, 1945, with 
the rank of Colonel. On his return to 
the Southern Railway he became Assistant 
Public Relations & Advertising Officer, until 
he assumed the responsibilities of the Pub- 
lic Relations & Advertising Officer, South- 
ern Region, British Railways. 


Mr. C. Grasemann, M.A., who becomes 
Public Relations & Publicity Officer, 
Southern Region, British Railways, under 
the new organisation, is the son of the 
late Mr. C. E. Grasemann, a former Chief 
Goods Manager of the London & North 
Western Railway. He was educated at 
Rugby and Trinity College, Cambridge, 
and then joined the staff of Bull, Austin 
& Company, an advertising and printing 
business dealing largely with transport 
printing. In 1912 he entered the service 
of the South Eastern & Chatham Railway, 
and became an Assistant District Superin- 
tendent in May, 1914. During the 1914-18 
war he served for over four years in 
France in the Railway Operating Division 
(R.E.), and was demobilised with the rank 
of Captain. In 1930 Mr. Grasemann was 
appointed Public Relations & Advertising 
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Officer to the Southern Railway. He was 
eight times Chairman of the Railway 
Clearing House Public Relations & Adver- 
tising Committee previous to nationalisa- 
tion. He received the French Legion of 
Honour for his services to tourism be- 
tween the two countries, and was made 
Chevalier dans l’Ordre de la Couronne for 
his services as Chairman for many years 
of the Joint Publicity Committee of Bel- 
gian and British interests. On the nation- 
alisation of the British railways he was 
lent to the Railway Executive, under Field- 
Marshal Sir William Slim, to assist in 
forming a Public Relations Department. 


Major M. J. M. Dewar, O.B.E., who 
becomes Public Relations & Publicity 
Officer, Western Region, British Railways, 
under the new organisation, joined the 
Great Western Railway as Trade Advertis- 
ing Agent in 1933. A year later he was 
appointed Publicity Officer, a position 
which he held until the new organisation 
commenced on April 4, 1949. Major 
Dewar, who was educated at the Oratory 
School, was gazetted to the Royal Sussex 
Regiment in 1910, and served in France 
from 1914 to 1916, when he was seriously 
wounded. On recovery he was for four years 
on the General Staff at the War Office, and 
was invalided from the Army as a Major 
in 1921. In 1924 and 1925 he was in 
charge of a department at the British 
Empire Exhibition at Wembley, and, from 
1926 to 1933, was head of the Outdoor 
Publicity Section of the Empire Marketing 
Beard. He was recalled from the Regular 
Army Reserve of Officers in the early days 
of the recent war, and was transferred from 
his regiment to the Royal Engineers, with 
which he served for four years, mainly at 
the R.E. Depot, until, in December, 1943, 
he was invalided, and rejoined the G.W.R. 


Mr. George Dow, A.M.Inst.T., who has 
been appointed Public Relations & Pub- 
licity Officer, London Midland Region, 
British Railways, was educated at Watford 
Grammar School and Brighton College, 
and joined the L.N.E.R. as a junior clerk 
in 1927. After five years experience in the 
Works & General and Press Sections of the 
Chief General Manager’s Office, he was 
appointed District Agent in the Com- 
mercial Advertising Department. In 1937 
he was attached to the Advertising Depart- 
ment’s headquarters for special duties in 
connection with design and layout matters 
arising out of the numerous station im- 
provements then being initiated throughout 
the L.N.E.R. system. In 1939 he was 
appointed Information Agent, and he was 
redesignated Press Relations Officer five 
years later. On the nationalisation of the 
railways he became Press Relations Officer, 
Eastern & North Eastern Regions, the post 
he now vacates for his new appointment. 
During most of his railway career Mr. Dow 
has made a close study of public relations 
work and matters connected with industrial 
design. He was railway correspondent for 
the erstwhile publication “Design for 
Today,” and his diagrammatic maps were 
adopted by the L.N.E.R. and L.M.S.R. for 
carriages, posters and timetables. He has 
written several historical railway booklets, 
and was the anonymous author of the rail- 
ways’ wartime publication, “It Can Now 
be Revealed.” He is a Member of the 
Institute of Public Relations, and has been 
President of the Model Engineering Trade 
Association since its inception in 1944, 


Mr. M. B. Thomas. who has been ap- 
pointed Public Relations & Publicity 
Officer, Eastern Region, British Railways, 
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was educated at Christ’s Hospital, and in 
1924 joined the L.N.E.R. as a traffic ap- 
prentice. After a three-year training in 
Scotland, and a further period at head- 
quarters in London, he occupied succes- 
sively posts in the commercial departments 
at York, Newcastle, Nottingham and Lon- 
don. During the recent war he served in 
France, North Africa and Italy with the 
Royal Engineers and on the staff. In 1946 
Mr. Thomas was appointed Assistant Ad- 
vertising Manager, L.N.E.R., and in 1948 
Acting Advertising Manager, Eastern & 
North Eastern Regions, British Railways. 


Mr. S. W. Jesper, who has been ap- 
pointed Public Relations & Publicity 
Officer, North Eastern Region, British Rail- 
ways, was born at York, and received his 
first education there, and later at Epsom 
College. He comes of a well-known York 
railway family—his father, Mr. Charles 
Jesper, was Chief Goods Manager of the 
North Eastern Railway in 1900, and he 
has two brothers in the service of British 
Railways. Mr. S. W. Jesper’s railway 
career started in 1920, after demobilisa- 
tion from war service, as probationary 
clerk at Cattal on the N.E.R.. In 1929 
he was transferred to the Divisional 
General Manager’s Office, York, L.N.E.R., 
with special responsibility to the Editor 
of the staff magazine. In 1933 Mr. Jesper 
was promoted to the Canvassing Depart- 
ment under the District Goods Manager, 
Leeds, and in 1936 was appointed District 
Canvasser, Scarborough, followed in 1939 
by his appointment as Chief Canvasser at 
Peterborough. He remained there until 
1941, when he was transferred to the Chief 
General Manager’s wartime headquarters 
to a post in the Press Relations Office, 
L.N.E.R. In 1946 he was appointed to a 
position in the Advertising Manager’s De- 
partment at Marylebone, where he has 
remained until receiving his present ap- 
pointment at York. 


Mr. H. M. Hunter, A.M.Inst.T., who 
becomes Public Relations & Publicity 
Officer, Scottish Region, British Railways, 
under the new organisation, joined the 
Glasgow & South Western Railway 
as a junior clerk in the Goods Mana- 
ger’s Office, Glasgow, in 1916. Subsequent 
to the amalgamation in 1923 he held posi- 
tions at various L.M.S.R. stations, and in 
sections of the Commercial Manager’s De- 
partment. In 1939 he was appointed Per- 
sonal Clerk to the Commercial Manager, 
and in 1945 was placed in charge of press 
publicity. He became Chief of the Ad- 
vertising & Publicity Section, Commercial 
Manager’s Office, in 1947, and was ap- 
pointed Public Relations Officer, Scottish 
Region, on January 1, 1948. 


Lt.-Colonel Harold Rudgard, President 
of the Institution of Locomotive Engi- 
neers, recently gave a private luncheon at 
St. James’s Court. London, S.W.1. to Mrs. 
Lawford Fry, widow of Mr. Lawford Fry, 
who was Director of Research, Steam 
Locomotive Research Institute, New York 
City, from 1943 until his retirement, only 
a few days before he passed away, last 
July. The others who attended were:— 

Sir William Stanier, sometime Chief 
Mechanical Engineer, L.M.S.R.: Mr. O. V. 
Bulleid, Chief Mechanical Engineer, Southern 
Region, British Railways; Mr. R. C. Bond, 
Chief Officer (Locomotive Construction & 
Maintenance), Railway Executive; Mr. W.A. 
Agnew, sometime Chief Mechanical Engineer 
(Railways), L.P.T.B.; Mr. W. G. Hornett, 
Sentinel (Shrewsbury) Limited; Major H. A. 
Harrison, Secretary, Institution of Locomotive 
Engineers. 
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‘British Transport Commission Statistics 


Summary of the principal statistics for 
the four-week period ended February 27 


Number 2 of the 1949 series of Trans- 
port Statistics* shows that the trend of 
events in February differed little from the 
general run of development in January. 
There was a further decrease of 5,036 in 





journeys originating on British Railways 
decreased by 
sponding takings were down 8:5 per cent. 


Only 23 per cent. 


1 per cent., but 


ordinary or monthly return fares; 


the corre- 


of the passengers paid 


in 1948 


April 29, 1449 


excursion, weekend, or other cheap 
and more season ticket journeys were made 
at the low average fare of 9d. 

February brought a healthy increase in 
freight tonnage, but not quite a propor- 


ckets, 


tionate advance in ton miles, indicating a 
slight decline in length of haul. The im- 
provement of 1 per cent. in merghundise 
carryings would have been gratifying jf it 
had produced higher receipts instead of 4 
per cent. less revenue. The Eastern Region 


the number _of the Commission’s em- the proportion was 30 per cent. Evidently was alone in having a drop of 62,000 tons 
ployees, making a total reduction in staff many passengers were content to take in merchandise, but originated 71,000 more 
this year of 10,283. British Railways 
employed 6,039 fewer persons, but may 
STAFF 

have transferred some of their staff to the 
Docks Executive, as an increase of 878 C 5 

“6 = . ommis- team- ; 
appears under the heading “ Steamships, sion’s British London 7 R°#4  Hotels& ships, land = Railway 
Marine & Docks.” London Transport Head Railways Transport (Frovene) Catering Marine& "Wve ones fora 
engaged 206 more people. Office ° Docks 

In the month of January, passenge: 

* ae . ; ei : No. of employees 165 637,906 100,939 24,991 15,912 25,103 5,202 70! 810,919 
Setar He, 2 es en ae OO. incor ant +3 6.039 +206 6 86 86+ 878 9 =| 5,036 
British Transport Commission. Price 1s. 

|. BRITISH TRANSPORT COMMISSION TRAFFIC RECEIPTS tons of minerals and 284,000 tons of coal 
& coke. The Western Region also did 
ee ae Assrequteto well in minerals with an increase of 97,000 
February 27 re February 27 die tons, or nearly 16 per cent. The average 
ng > oy train load for all Regions was 160 tons, 
1949 1948 1949 1948 and it moved at the slow speed of 7°87 
m.p.h. : 
The quantity of locomotive coal con- 
ipinacinas £000 £000 £000 £000 £000 £000 sumed was 1,139,000 tons, the highest 

ritis ailways ‘ a ) -week iO “2 

Passengers .. ‘ 6,610 7,228 618 «13,175 (14,852 677 amount for any oe period since 

Parcels, etc., by passenger train 2,102 2.210 108 4.067 4.229 162 nationalisation. At 66°55 Ib. consumption 

Merchandise ae 6,691 7,025 334 13,002 13,724 722 per engine mile was down slightly on 1948, 

inerals .. 2,400 2,231 169 4,778 4,347 431 sce Pas eage vious Der 

Coal & coke 5.457 5237 220 10.710 10°32 | 3g9 -—«ut_was higher than in the previous pe iod. 

Livestock 102 73 29 198 148 50 The Western Region had noticeably large 

increases, both in the quantity of coal used 
23,582 40s es | v= 1,691 and in the amount burned on an average 

Steamships 480 457 23 989 936 53 enzine mile. ; 
tenitea ti Inland Waterways — increases in 

ondon iransport . ° ‘ . x 

Railways bas 1,096 1,108 12 2,225 2.248 93 ~—~*traffic and in ton miles, chiefly in the 

Buses & coaches ... 2,268 2,269 | 4,521 4,558 37 North Eastern and South Eastern Divi 

Trams & trolleybuses 813 831 18 1,623 1,671 48 sions. London Transport, on the other 

4,177 4.208 31 8,369 8.477 108 hand, again tecorded a decrease in pas- 
senger journeys of 203,000 compared with 
Read Frenapore (Freight) 1948, though nearly 3 per cent. additional 
ee 1,578 2,606 car miles were run. As a result the loss 
Inland Waterways 157 135 22 312 268 44 of £23,000 in passenger takings was rather 

ita ties = se a serious matter. 
bids 92 = id ‘oe 1.6 ; It would seem that fewer people are 
Total 30,466 29,733 733 60,140 59,181 959 _ travelling from the suburbs of London for 

shopping, or for pleasure. 
2. BRITISH RAILWAYS 
(A) Passenger Journeys Originating in the Month of January 
Region 
Total 
London Midland Western Southern Eastern North Eastern Scottish 
Per cent. Per cent. Per cent. Per cent. Per cent. Per cent Per cent. 
Ordinary fares ... 1,339,000 (—10-26) 655,000 (—14-70) aoeaee (—2-74) 712,000 (—0-13) 000 (—16:69) 302,000 ( 24: 51) 5,058,000 (—8-14) 
Monthly return = ., 5,189,000 (—21-83) 1,298,000 (—40-68)) 6,269,000 (—20-97) 1,485,000 (— 19-01) 000 (—49-52) 772,000 (—48-20) 15,345,000 (26-01) 
Excursion, weekend, 
cheap day, etc. 2,365,000 000 685,000 ,000 788,000 
(+271 -82) (+288 -22) (+257-61 (+289-65) (+271-94) + 92) n+ 83) 
Workmen ... : 7,624,000 (—0-19) 1,807,000 (—12-36) 6,516,000 (+0: 35) 1,767,000 (—5-07) 936,000 (—7-53), 888,000 (—1!1-94)|19,538,000 (—2-68) 
Other descriptions. 1,154,000 (—20-42), 726,000 (—22-56) 1,283,000 (—22-27) 538,000(—23-28) 266,000(—31-46) 322,000 (24-22) 4,289,000 (—22-75) 
Season tickets --. 8,134,000 (+2-25)| 3,734,000 (—8-96) 17,191,000 (+5-93) 3,189,000 (+4-14) 939,000 (—7- 35) 2,037,000 (— 19-71) 35,224,000 (+0-92) 
Total ...25,805,000 (—0-02) 9,653,000 (7-42) 36,038,000 (+2-78) 8,376,000 (+0-35) 3,187,000 (—6-52) 5,109,000 (—15-34) 88,168,000 (—1-04) 
(B) Freight Tonnage Originating 
Region 
— Total 
London Midland | Western Southern Eastern North Eastern Scottish 

Per cent. Per cent. Per Per cent. Per cent. Per cent Per cent. 

Merchandise 1,446,000 (+0-51) 831,000 (+4-07) - 3,000 (+ 3°25) 589,000 (—9-59), 631,000 (+0-03) 690,000 (+. 10° 15) 4,470,000 (+1-13) 
Minerals - 1,693,000 (+6°36) 708,000(+15-86) 15,000 (—8-24) 756,000(+10-24)| 857,000 (+5:48) 617,000 (+9-12)) 4,746,000 (+8: 07) 
Coal & coke 4,339,000 (+9-77) 2,113,000 (+9-28) 298,000 (+3-15) 2,270,000 (+14-30)) 2,513,000 (+4-69) 1,668,000 (+0-23)/13,201,000 (+7 98) 
Livestock 13,000 (+22-55) 9,000 (+6-10) 2,000 (+46: 15) 5,000 (—15: 09) 5,000 (+27-03) 18,000 (+9-36) 52,000 (+11: 35) 

Total © 7,491,000 (+7-11) "3,661,000 (+923) ~ 698,000 (+1-20) 3,620,000 (+8-75) 4,006,000 (+411) 2,993,000 “(-+4-20) 22,469,000 (+ 6:57) 
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Merchandise & livestock ... 


Minerals 


Coal & coke 


Total 


Coaching train miles 
Steam 
Loaded 
Empty ... 


Total loaded & empty ... 


Electric 
Loaded 
Empty ... 


Total loaded & empty . 
Freight train miles 


Loaded 
Empty 


Total loaded & empty ... 


Total coaching and freight 
train miles 
Loaded 
Empty 


Total loaded & empty ... 


London Midland 


1949 
6°54 


1948 
6:75 


Tonnage consumed 
Lb. per engine mile 


Locomotives . 
Coaching vehicles 
Freight wagons 


General merchandise 
Liquids in bulk 


Coal, coke, patent fuel & peat. 
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(C) Net Ton Miles 
Region 
| Total 
London Midland Western Southern | Eastern North Eastern Scottish 
Per cent. Per cent. r cent. Per cent. Per cent. Per cent. 
203,043,000 108,817,000 26, 141,000 a oP *65) 84,171,000 t 2-07) 57,125,000 (+7-70) 91,459,000 (— 1-50) 570,756,000 on 
( ) (+0-21) 99) 
... 136,786,000 79,227,000 (-+26-99) 15,042,000 (-+ 11-08) 91,118,000 (—0-16) 37,077,000 (+ 11-50) 40,168,000 (—3-90) 399,418,000 7 
( *68) 
.. 313,027,000 144,454,000 27,353,000 (+4-47) 181,982,000 73,230,000 (+ 11-40) 69,811,000 (—3-55) 809,857,000 
( ) (+ 12-17) (+ 0) (+9 56) 
.. 652,856,000 332,498,000 68,536,000 (+4-73) 357,271,000 167,432,000 201,438,000 1,780,031 000 
( ) (+10-92) (+5-66) (+10-13) (—2-70) (+6-25) 
(D) Train Miles 
Region 
Total 
London Midland Western Southern Eastern North Eastern Scottish 
Per cent. Per cent. Per cent. Per cent. Per cent. Per cent. Per cent. 
4,157,000 (+7-34) 2,952,000 (+12-89) 1,457,000 (+9-91) 2,357,000 (+3-28) 972,000 (+3-87) 1,732,000 (+1-31) 13,627,000 (+6-96) 
122,000 (+8-23) 123,000 (+5-6l) 39,000 (+5-22) 79,000 (—7-44) 39,000 (+ 11-32) 49,000 (— 13-42) 451,000 (+1-75) 
4,279,000 (+7-36) 3,075,000 (+12-58) 1,496,000 (+9-78) 2,436,000 (+2-90) 1,011,000 (+4-14) 1,781,000 (+0-84) 14,078,000 (+6-78) 
427,000 (+9-50) 2,947,000 (+ 13-08) 22,000 (— 58-96) 92,000 (+6-09) 3,488,000 (+ 11-24) 
18,000 (--8-86) 61,000 (+7-93) 2,000 (—4-06) 10,000 (— 10-61) 91,000 (+1-59) 
445,000 (+8-6l) 3,008,000 ( + 12-97) 24,000 (—56-71) 102,000 (+4-20) 3,579,000 (+ 10-97) 
3,131,000 (+3-31) 1,800,000 (+9-88) 535,000 (—1-87) 1,707,000 (+3-54) 981,000 (+7-05) 1,435,000 (—3-51) 9,589,000 (+3-48) 
566,000 (+7-10) 209,000 (+0-21) 15,000 (+30-29) 360,000 (+11-49); 218,000(+19-53), 200,000 (—2-84) 1,568,000 (+7-43) 
3,697,000 (+3-87) 2,009,000 (+8-79) 550,000 (—1-18) 2,067,000 (+4-84) 1,199,000 (+9-12)| 1,635,000 (—3-43) 11,157,000 (+4-02) 
7,715,000 (+5-77) 4,752,000 (+11-70) 4,939,000 (+10-07) 4,086,000 (+2-58)) 2,045,000 (+5-46)| 3,167,000 (—0-90)/26,704,000 (+6-24) 
706,000 (+6:80) 332,000 (+2-15) 115,000(+10-57) 441,000 (+7-29) 267,000(+16-59)| 249,000 (—5-32)| 2,110,000 (+5-87) 
8,421,000 (+5-86) 5,084,000 (+11-05) 5,054,000 (+10-30) 4,527,000 (+3-03)) 2,312,000 (+6-67) 3,416,000 ( 1-25) 28,814,000 (+6-19) 
(E) Freight Train Miles per Train Hour 
Region ° 
j Total 
Western Southern Eastern North Eastern Scottish 
| 
1949 1948 1949 1948 1949 1948 1949 1948 1949 1948 1949 1948 
9-04 8-73 8-68 8-73 7-82 7-59 9-43 9-18 9-38 9:29 7-87 7-86 
(F) Locomotive Coal Consumption 
Region 
Total 
London Midland | Western Southern Eastern North Eastern Scottish 
| 
Per cent. Per cent. Per cent. Per cent. Per cent. Per cent 
382,000 (+ *54) 192,000 (+ r3- “96) 79,000 (+10-71) 203,000 (—4-15) 100,000 (+6-55) | 183,000 (—2-48)| 1,139,000 (+3-02 ) 
68:97 ( 93) 56°36 (+4-18) 58-59 (+6-72) 68: 47 ( 4°90), 66°82 (+1-98) 77-64 (—0-41) 66°55 (—0-72) 
(G) Rolling Stock Position 4. LONDON TRANSPORT 
(A) Passenger Journeys Originating 
Operating Number under Serviceable Serviceable 
position repair stock stock in 1948 - Number Per cent. 
' 
20,171 3,591 16,015 16,163 Railways , 49,489,000 (—!-81) 
55,582 5,962 49,620 48,406 Buses & coaches 203,724,000 (+1-05) 
1,172,266 106,501 1,065,765 1,068,153 Trams & trolleybuses 89,064,000 (—1-56) 
Total 342,277,000 | (—0-06) 
3. INLAND WATERWAYS 
Tonnage of traffic and ton-miles (B) Rail and Road Car Miles 
| | 
| Tonnage Per cent. Ton-miles Per cent. - | Miles Per cent. 
! | 
| 
320,000 (+11-94) 5,794,000 (+12-99) Railways 18,109,000 (+4-67) 
151,000 (+12-30) 3,224,000 (+22-76) Buses & coaches... 24,210,000 (+2-86) 
459,000 (+11+26) 6,524,000 (+9-53) Trams & trolleybuses 8,661,000 | (—0-39) 
“930,000 == (+11-66) «| ~—Ss«*15, 542,000 (+13-36) Total 50,980,000 | (+2-92) 


Total 
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British Railways’ Summer Train Service Plans 


British Railways’ 1949 summer train 
services will come into operation on 
May 23, and will operate until September 
25—a week longer than last year. 

Sir Eustace Missenden, Chairman of the 
Railway Executive, on April 21 stated that 
there would be available 1,350 additional 
new carriages and 167 new passenger-type 
locomotives, as compared with a year ago. 

The highlights of the 1949 summer train 
services, and comparisons with a year ago 
are:- 


Weekly Passenger Train Mileage 


Summer, Summer, Increase 
1948 1949 over 1948 
Miles per week 4,116,835 4,417,266 300,431 
Numbers of additional trains, summer, 
1949, compared with summer, 1948: 
Additional 
trains 
Saturdays excepted ot : ; 183 
Saturdays only ... ‘ _ 349 
Sundays aa ‘ 78 


RESERVED SEATS 
The number of trains on which it will be 
possible to reserve seats in advance is again 
being increased, especially on Saturdays: 


Summer, Summer, 
1948 1949 Increase 
Saturdays excepted ... 211 509 298 
Saturdays only ; 127 591 464 
Sundays — + 46 225 179 


The total number of sleeping car services 
per week will be increased by 15 (392 this 
summer compared with 377 last year). 

Restaurant and buffet cars are to be in- 
creased in conjunction with the Hotels 
Executive, to the limit of resources, as 
shown below: 


Summer, 1948 


Restaurant Buffet 

Day cars cars 
Saturdays excepted .. 464 103 
Saturdays only ... 7 505 98 
Sundays .. . , 186 18 


Mort 


More direct through trains between the 
industrial centres of the North of England 
and Midlands and the South and South 
West Coasts are to be run. These services, 
some of which will have restaurant or 
buffet car facilities, will enable holiday- 
makers to avoid the expense and trouble 
of crossing London. The trains will be 
additional to others which run either all 
the-year-round, or 
are being continued this summer. Examples 
of the additional services, some of which 
will run at week-ends only, include: 


CROSS-COUNTRY EXPRESSES 


Newcastle, York, Sheffield 
(each weekday) ; 

Newcastle, York, Sheffield—Torquay and 
Paignton (outwards Fridays and Satur- 
days, returning Saturdays and Sundays) ; 

Newcasile, York, Sheftield—Penzance (Fri- 
days only); 

York, Sheffield, Nottingham 
Swansea (each weekday); 

Bradford. Leeds, Sheffield-—Torquay and 
Kingswear (each weekday) ; 

Sheffield, Nottingham, Leicester—Margate 
and Ramsgate (outward Friday nights, 
returning Saturdays) ; 

Leicester, Northampton-—Brighton, East- 
bourne and Hastings (Saturdays only); 

Wolverhampton, Birmingham Ports- 
mouth Harbour for Isle of Wight (each 
weekday) ; 

Birmingham—Portsmouth Harbour for 
Isle of Wight (each weekday); 

Coventry—Brighton, Eastbourne and 
Hastings (Fridays and Saturdays only). 


Bournemouth 


Cardiff and 


seasonally, and which. 


In connection with certain of these ser- 
vices, advance booking of seats will be 
available at the starting points. 

As an attraction to the se living in outer 
suburban areas, several long-distance 
expresses to the West of England and 
South Wales will start from Ealing Broad- 
way on Friday nights and on Saturday 
mornings. Similarly, expresses for the 
Kent Coast will leave Blackheath, Bromley 
South, and Herne Hill on Saturdays. 


Non-STop RUNS 
There is to be a considerable increase in 
the number of expresses advertised to make 
non-stop journeys varying between 200 and 
430 miles. Examples: 


Daily Miles 
9.30 a.m. Kings Cross to Edinburgh oe «6a 
9.45 a.m. Edinburgh to Kings Cross ns oe 
10. 0 a.m. Euston to Glasgow we «©4014 

Saturdays only 
10.20 a.m. Paddington to Torquay ‘ me 1992 
10.30 a.m. Paddington to Truro ; os «eee 
10.35 a.m. Paddington to Plymouth ... . 2253 


ACCELERATED SERVICES 


4 number of main-line weekday and 
Sunday services are to be accelerated by 
from 5 to 60 minutes. Due to necessary 
speed restrictions on account of pending 
track repairs, and to difficulties which are 
still being met with in the supply of suffi- 
cient good quality coal, the time it not yet 
ripe, however, for a greater raising of train 
speeds, but as higher standards of track 
maintenance are achieved so will higher 
speeds be reached. Examples: 

Weekdays Acceleration 

12.10 p.m. Bristol to Paddington. . 20 min. 


4. 0 p.m. Glasgow to Leeds 16 min. 
7.30 a.m. Exeter to Waterloo 37 min. 
9.29 a.m. Fort William to Edinburgh 25 min. 
Summer, 1949 Increase 
Restaurant Buffet Restaurant Buffet 
cars cars cars cars 
562 123 98 20 
565 125 60 27 
241 28 55 10 


Other main-line expresses are being re 
timed as a direct result of suggestions made 
by the travelling public. Examples of this 


include: 

Weekdays 

Old departure New departure 

times times 

10.20 a.m. Euston to Manchester 9.45 a.m. 
4.45 p.m. Kings Cross to Harrogate 5.30 p.m. 

Sundays 
12.15 p.m. York to Sheffield 9.45 a.m. 


Sir Eustace Missenden said that this 
summer between London and _ High 
Wycombe and Princes Risborough there 
was to be a fast train every hour and a 
slow train every hcur; these trains will 
run from Marylebone instead of Padding- 
ton. In the peak hours the service between 
Marylebone and Ruislip will be extended, 


More NAMED TRAINS 


The following 13 named trains to run 
this summer are additional to those already 
eperating: 

Between 
The Pines Express Manchester and Bournemouth 
The Devonian Bradford and Kingswear 
The Capitals Limited Kings Cross and Edinburgh 


The White Rose Kings Cross and Leeds and 
Bradford 

The West Riding ... Kings Cross and Leeds and 
Bradford 

The Devon Belle .... Waterloo and Plymouth and 
Ilfracombe 


The Thanet Belle ... 
The Bon Accord 
The St.Mungo _... 
The Granite City ... 
The Fife Coast 


Victoria and Ramsgate 
Glasgow and Aberdeen 
Glasgow and Aberdeen 
Glasgow and Aberdeen 
Glasgow and St. Andrews 


Express 
Thelrishman Glasgow and Stranraer Harbour 
The Fenman Liverpool Street and Hunstanton 


- April 29, 1949 
The Government's Economic Survey for 
1949 has recently made clear “ it been 
decided that as a temporary measure the 


railways’ replacement programme should 
be kept at a restricted level.” Their 


. re- 
newal programmes for 1949 provide for an 
expenditure of over £40 millions ou the 
production of new locomotives, ca iages, 


freight vehicles, 
manent way, etc. 

There will be 1,350 new pene car- 
riages in service at the end of May com- 
pared with a year ago and 400 more exist- 
ing carriages by a reduction in the number 
out of service for repairs. Against this, 
820 carriages have had to be broke: up in 
this period. Thus the net increase in pas- 
senger carriages available will be 930—a 
welcome addition to the working stock 
which even then will be over 4,000 car- 
riages less than before the war. (The esti- 
mated number of carriages available at end 
of May, 1949, is 36,880; at mid-1939 it was 
41,250.) Thc locomotive position has con- 
siderably improved and 167 more locomo 
tives of suitable types are available for this 
year’s summer traffic, as compared with 
last year. Of these, 68 are of the most 
powerful, passenger types. 


road-rail containeis, per- 


New SHIPS: EXTRA SAILINGS 

New ships providing improved services 
on British Railways’ short sea routes this 
summer will include: two new motorships 
on the Holyhead-Kingstown route, each 
conveying 2,000 passengers compared with 
1,500 in the vessels which they are replac- 
ing; the 22-knot Maid of Orleans on the 
Folkestone-Continent route; and two new 
ships on the Isle of Wight services. In- 
creased cross-channel services for accom- 
panied motor cars are being provided from 
Dover and Folkestone. To meet the in- 
crease which is expected in Anglo-French 
traftic, the Southampton-St. Malo direct 
service will run three times a week this 
summer instead of twice weekly. 


IMPROVEMENTS AT PORTS 

Improvement schemes in progress at rail- 
way ports include :— 

At Southampton an extensive new mari- 
time station is under construction at Ocean 
Dock, principally designed for dealing 
with the “;Queens.” The building, when 
completed, will be on two floors, and will 
embody all the most up-to-date facilities 
for the rapid handling of large numbers of 
passengers and their baggage and _ their 
arrival and departure by train or car. This 
passenger terminal will be second to none 
in the world for comfort and rapid hand 
ling of transatlantic traffic. 

At Newhaven, the facilities for pas- 
sengers travelling by the Dieppe route are 
being improved. 

At Parkeston Quay, through which large 
numbers of passengers pass daily to and 
from the Hook-of-Holland, Antwerp and 
Esbjerg, a number of improvements are 
being carried out, particularly in the bag- 
gage and immigration halls, and it is hoped 
to have some of these completed in time 
for the summer traffic. 

At Holyhead, the accommodation for 
customs examination is being extended so 
as to expedite the landing of passengers 
from the two new motorships Cambria and 
Hibernia. 


SAILING TICKETS 
Considerable relaxation will be made in 
the requirements for sailing tickets to Ire- 
land. The time limit of 56 days for the 
issue of advance sailing tickets will not 
operate this year, and, broadly, sailing 
tickets will be required only at week-ends, 
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with a few extra mid-week dates during 
the busiest period on certain routes. 


BRIGHTER STATIONS 
This year, 1,166 British Railways stations 
are to be completely repainted, compared 
with 766 last year. The 1949 programme 
includes London termini such as Vic- 
toria, Charing Cross, London Bridge, 
Blackfriars, Paddington, and St. Pancras, 
and provincial stations including Man- 
chester (Victoria), Liverpool (Lime 
Street), Chester, Exeter (St. David's), 
Brighton, Dover (Marine), Folkestone Har- 
bour, Nottingham (Victoria), and Glasgow 
(St. Enoch and Queen Street). 
It is planned to overtake all arrears of 
station painting within six years. 


Western Region Summer 
Services 


The Western Region summer timetable, 
which comes into operation on May 23, 
will include 73 new main-line and cross- 
country services, 54 of which will run 
only on Friday evenings or Saturday 
mornings to cater for the heavy holiday 
travel expected at weekends. A number 
will be direct through trains between 
North of England, Midlands, and South 
Wales industrial centres and the South and 
West of England, which will save holiday- 
makers the expense and trouble of cross 
ing London. New non-stop runs will be 
introduced between Paddington and the 
West of England holiday areas. 

Through trains, on certain Fridays and 
Saturdays during July and August, from 
Ealing Broadway to Swansea. Carmarthen 
and Penzance will save passengers from 
the outer London stations having to travel 
via Paddington. 

In addition to the branch lines opened 
on Sundays last summer, i.e., Clevedon. 
Minehead, Tiverton, Tavistock, Newquay. 
St. Ives and Porthcawl, it is proposed to 
provide a service on Sundays over the 
Moretonhampstead. Brixham, Looe, 
Fowey, and Perranporth branches. 

Seats will be reserved at weekends this 
summer as well as during the week. 
Reservations will be available on 84 main- 
line and cross-country trains, including 68 
on Saturdays, whereas they were available 
on 27 main-line trains from Mondays to 
Fridays only last summer. 

Restaurant car facilities will be oro- 
vided on 90 weekday and 34 Sunday ser- 
vices, as Compared with 61 weekday and 
20 Sunday trains last summer. 


Viaduct Cover-Plate Renewals 
under Traffic 
(Concluded from page 469) 


caused rail level to rise by this amount, a 
run-off ahead of each span serially was 
arranged with graduated shims under the 
rail bearing plates. Bolts were replaced by 
full riveting and guard-rails refixed. 

The average period of line occupation 
required was 3 hr. for renewing the cover- 
plates of each 80-ft. span, and 1} hr. for 
each 40-ft. span. The work was carried 
out by two of the company’s structural 
steel gangs, or by about 16 men under a 
foreman. These renewals were carried out 
under the general direction of Mr. I. H. 
Schram, Chief Engineer, Erie Railroad, 
and under the direct supervision of the late 
Mr. A. A. Visintainer. Engineer for Struc- 
tures, whose article describing the work in 
our American contemporary Railway Engi- 
neering & Maintenance has provided us 
with the foregoing details. 
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Staff & Labour Matters 


N.U.R. Wage Claim 

After a meeting of N.U.R. delegates 
held in London on April 21 and 22 to 
consider the position arising from the re- 
jection by the Railway Staff National 
Tribunal of the claim for a flat-rate in- 
crease of 12s. 6d. a week for all salaried 
and wages grades, the deiegates instructed 
their President, Mr. W. T. Potter, the 
General Secretary, Mr. J. B. Figgins, and 
six other representatives to seek an inter- 
view with the Prime Minister, the Minister 
of Labour, and the Minister of Transport 
with a view to securing Government inter- 
vention in the dispute. 

The deputation was requested to em 
phasise the dissatisfaction which exists in 
the industry and to stress the difficulty of 
maintaining industrial peace and_ the 
disastrous effect which failure to do so 
would have on the national economy. 

The Prime Minister was not available, 
and the deputation then proceeded to the 
Ministry of Labour, where they saw Sir 
Robert Gould, Chief Industrial Commis 
sioner, and arrangements were made for 
the delegates to meet Mr. Isaacs and pos- 
sibly Mr. Barnes on April 26. The dele- 
gate conference then adjourned until 
April 28. 

The claim of the N.U.R., which was 
largely based on the increase in the cost 
of living. was refused by the Railway Staff 
National Tribunal after hearing evidence 
on behalf of the N.U.R. and the Railway 
Executive on March 7 and 8, but the 
claim was not supported by the other two 


railway unions. the R.C.A. and the 
AS.LE. & F. 


Questions in Parliament 
Transport Services in Nyasaland 

Mr. H. D. Hughes (Wolverhampton 
West—Lab.) on April 13 asked the Secre 
tary of State for the Colonies what plans 
existed for the improvement of transport 
of food to the famine areas of north 
Nyasaland; and what steps had been 
taken to provide for a sieamer service on 
Lake Nyasa to link the territory with the 
railway at Mikindani. 

Mr. D. R. Rees-Williams (Parliamentary 
Under-Secretary of State for the Colonies), 
in a written answer, stated: It is likely that 
the Northern Province of Nyasaland will 
produce enough food for its own needs. 
No steps have been taken to link existing 
steamer services on Lake Nyasa with the 
railway from Mikindani because plans for 
the extension of the latter beyond Noli, 
which is over 200 miles from Lake Nyasa, 
have not been worked out. 


Argentine Railway Pensioners 

Mr. J. L. Williams (Glasgow, Kelvin- 
grove—Lab.) on April 12 asked the Sec- 
retary of State for Foreign Affairs if he 
was aware that remittances forbidden 
from Argentina included small pensions to 
ex-railwaymen or their dependants now in 
this country; and if he would take steps 
to have those payments resumed. 

Mr. C. P. Mayhew (Parliamentary 
Under-Secretary of State for Foreign 
Affairs): I would refer Mr. Williams to 
the reply given in the House on March 
21, when it was explained that it is now 
possible for amounts not exceeding 250 
pesos a month to be remitted to these 
British pensioners in this country. This 
restriction on the remittance of pensions 
in full is one aspect of the larger financial 
problem of payments between this country 
and Argentina, which is being actively 
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pursued during the current negotiations in 
Buenos Aires. 

Mr. Williams: Is the Under-Secretary 
aware that in the last three months many 
of these pensioners have spent sums of 
about £6 each on legal requirements, such 
as survival certificates and powers of 
attorney, in order to get a pension of less 
than £1 a week; that they have not quali- 
fied for National Insurance benefits in this 
country. and that many cases of hardship 
are involved? 

Mr. Mayhew: I am aware that this is 
causing distress. We are doing our best 
in the present negotiations in Argentina. 

Mr. D. L. Lipson (Cheltenham—Ind.): 
Can the Under-Secretary of State say how 
much 250 pesos amounts to in English 
currency? 

Mr. Mayhew: I think it is about £12. 


SPECIAL Mup FLAPS FOR BIRMINGHAM 
BusEs.—Fifty new Birmingham buses now 
being built by the Metropolitan-Cammell 
Carriage & Wagon Co. Ltd. are being 
fitted with special mud flaps. These are 
the result of experiments undertaken for 
the Birmingham & Midland Motor Omni- 
bus Company at Fort Dunlop and they 
are fitted round the edge of the bus plat 
forms. The flap is attached to the ‘under 
side of the platform at 9 in. to 12 in. 
intervals by mild-steel 4 in. by 1-12 in. 
angle brackets with 7% in. nuts and: bolts 
with large washer plates on the outer side 
of the flap. 


Musical Broadcasts at 


Waterloo Station 

(Concluded from page 471) 
broadcast from a box which originally was 
situated over a kiosk at the head of plat- 
forms 8 and 9, but subsequently was 
transferred to its present position above 
the offices separating the Windsor and 
main line stations. At present, there are 
no ordinary announcements on weekday 
mornings between 7 and 8 a.m., though 
records and train details are intermingled 
from 8 a.m. onwards. It always has been 
the practice to regard the music as secon- 
dary in importance to verbal announce- 
ments, and should the need arise, due 
preference is accorded in this way. 

The broadcasting installation was 
planned and carried out by the General 
Electric Co. Ltd. and Southern Region 
engineers working in collaboration, and the 
record player has been designed to fit in 
the restricted space available. A Con- 
noisseur lightweight moving-iron pick-up. 
with a frequency response of up to 10,000 
cycles per sec., is used, taking Silent Stylus 
miniature needles, which will play some 
twelve sides with high fidelity, and can be 
used for fifty sides without damage to 
records. The turntable is driven by a 
Garrard induction motor, controlled by a 
G.E.C. Mutac silent a.c. switch. 

Two pre-set tone controls, adjusted re- 
spectively to provide the best rendering 
of speech and music in the acoustic condi- 
tions at the station, are fitted to the driver 
panel of the amplifier installation. When 
the announcer operates the microphone 
music switch on the control unit, the 
appropriate tone control is brought into 
circuit automatically, by means of a relay. 

Several other measures have been taken 
to ensure high-quality reproduction, such 
as the use of Multibeam wide frequency 
range loudspeakers and an amplifier out- 
put stage of a type developed for radio 
relay services. Two Osram DA.100 triode 
valves are used in push-pull in this stage. 
providing an output of 100 watts. 
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Notes and News 


Senior Draughtsman Required.—A 
senior draughtsman, with railway locomo- 
tive or carriage experience, is required by 
a firm in Birmingham. See Official Notices 
on page 483. 


Port of London Authority—Vacancies 
for Draughtsmen.—Applications are in 
vited from British subjects for the posts of 
Ist and 2nd Class draughtsmen required 
by the Port of London Authority. See 
Official Notices on page 483. 


Erector for Bridge Reconstruction Re- 
quired.—Applications from qualified can- 
didates, under 40 years of age, are invited 
for the vost of erector for bridge recon- 
struction, required by the Nigerian Rail 
way, temporary staff, for one tour of 18 
to 24 months in the first instance. See 
Official Notices on page 483. 


Grade II Clerks Required.—Applica 
tions from qualified candidates are invited 
for the posts of clerks, grade II. required 
by the East African Railways & Harbours 
Administration for the transportation de- 
partment, for one tour of 40 to 48 months, 
with prospects of permanency, See 
Official Notices on page 483. 


K, & L. Steelfounders & Engineers 
Limited.—At the Castle Bromwich, Bir- 
mingham, section of the British Industries 
Fair, K. & L. Steelfounders & Engineers 
Limited exhibit of locomotive castings will 
include a new design of wheel centre 
known as the “S.C.0O.A.-P” and a } in. 
to 1 ft. scale working model of former 
L.N.E.R. “A3” Pacific Felstead. This 
model was made by Mr. A. H. Miller. 
former Plant Engineer to K. & L. Steel- 
founders & Engineers Limited. 


Frog Rammers to Speed Work.—The 
Railway Executive is placing an order 
with a British firm for six half-ton frog 
rammers to facilitate the work of 
strengthening weak formations under bal- 
lasted track. The rammer, which in ap- 
pearance is rather like a large barrel, 
moves over the ground in short leaps. con- 
solidating the layer of stone dust or sand 


Petrol-Driven Frog 
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which is laid over the clay when treating 
weak formations. Ballast is subsequently 
spread over this material and the track 
laid on it in the normal way. The use of 
this petrol-driven machine speeds up the 
work and enables speed restrictions to be 
relaxed sooner than would otherwise be 
possible. 


The Swiss Industries Fair.—The thirty- 
third Swiss Industies Fair will be held at 
Basle from May 7-17 and will be a national 
rather than an international exhibition. 
There will be some 224 acres of floor space 
which will be divided into various sec 
tions. including electrical, building and 
construction, machinery, and transport. 


Simplex Electric Co, Ltd. at B.LF.— 
The Simplex stand in the electrical sec 
tion at Castle Bromwich, British Indus- 
tries Fair, will show a range of products 
manufactured by the Simplex and Creda 
divisions of the company. Recent de- 
velopments in the steel conduit system will 
be shown, including aluminium alloy con- 
duit. zinc alloy conduit fittings, and a 
selection of switch and plug fittings. The 
new electric restaurant cooking range. 
which is representative of Creda heavy- 
duty equipment for hotels. restaurants, 
canteens, and ships, and a new glass hot- 
cupboard for the counter display of food 
stuffs, will also be shown. 


L.M.S. Stock Conversion Trust.—In 
deference to the wishes of preference 
stockholders, as reported in our issue of 
January 30, 1948, a revised basis for the 
winding-uv of the company and the dis- 
tribution of the Transport Stock at pre- 
sent held by it is now put forward by the 
London Midland & Scottish Stock Con- 
version Trust. Under the new proposals 
84-7458 per cent. of the holding of Trans- 
port Stock will be distributed to prefer- 
ence stockholders, 10°1695 per cent. to the 
preferred, and 5:0847 per cent. to the de 
ferred. This would result in individual 
holders receiving Transport Stock at the 
rate of £25 per £100 preference stock, £6 
per £100 preferred stock. and £1 10s. per 
£100 deferred stock. The proposals have 
been formulated, in consultation with the 


Rammer at Work 





Frog rammer for strengthening weak formations under ballasted 
track (see paragraph above) 
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Association of Investment Trusts ind the 
Investment Protection Committee of the 
British Insurance Association, both of 
which recommend their interested mem. 
bers to support the new scheme. If ap- 
proved, the matter will be brought again 
before the Court for further directions. 


British Transport Commission {nspects 
Tilling Installations.—Sir Cyril Hurcomb. 
Chairman of the British Transport Com- 
mission, and Sir William Wood, Member. 
B.T.C., and Mr. George Cardwel!, Mem 
ber of the Road Transport Executive. 
together with Senior Officers of the Com- 
mission. inspected installations of the 
Tilling organisation at Bristol on April 27. 
Staff amenities received special attention. 
In the afternoon the party visited the 
various works of the Bristol Tramways & 
Carriage Co. Ltd. ; 


G. A. Harvey & Co. (London) Ltd— 
At the Castle Bromwich Section of the 
British Industries Fair, the firm of G, A. 
Harvey & Co. (London) Ltd. will be 
showing a wide range of products, includ 
ing Harco perforated metals for screening, 
grading, cleaning, sorting, and filtering: 
mild-steel gutters, pipes, and fittings: and 
Harco Tavergil gilled tube. This firm is 
now able to undertake the manufacture of 
pressure vessels, autoclaves, fractionating 
and absorption towers in steel plate up 
to 3 in. thickness and of any diameter and 
length. 


James Booth & Co. Ltd. Report.—The 
directors have decided to recommend a 
dividend of 20 per cent., less income tax. 
on the ordinary shares for the year ended 
December 31, 1948. The profit and loss 
account shows a net surplus of £111,093 
for the year, and to this has to be added 
£259,726 brought forward from the pre- 
vious year, out of which a dividend has 
been paid on the preference shares. An 
amount of £35,000 is being placed to stock 
reserve, and £35,737 for development, de 
ferred repairs, etc., leaving £293,922, from 
which the proposed dividend on the ordi- 
nary shares will be paid, leaving £211,422 
to be carried forward. 


British Automatic Company Slot 
Machine Licence—On April 22 the 
British Automatic Co. Ltd. stated that, 
despite the end of sweets rationing, it 
would be unable “to restore immediately 
facilities for buying sweets and choco 
lates from automatic machines, because. 
though some goods were available and 
machines ready, the Ministry of Food had 
refused to renew the licence to trade. A 
representative of the Ministry of Food 
explained that licensing restrictions re- 
mained in force after sweet rationing 
ended. and the Minister did not consider 
it desirable to allow any more distribution 
points for sweets until they could see how 
derationing went. For the present, there 
fore, slot machines may only be installed 
and stocked in sweet shops or 
kiosks. 

The English Electric Co, Ltd. —Sir 
George H. Nelson, Chairman, in his ad- 
dress to the shareholders at the annual 
general meeting on March 30, said that 
their turnover had increased by £5 million 
last year, and their uncompleted order 
book was again the highest ever. Nearly 
50 per cent. of their production was for 
export and thus the company was making 
a substantial contribution to the balance 
of payments in both sterling and dollar 
areas. Only 77 per cent. of their total 
manufacturing capacity was in use at the 
present time because of the need for an 
additional 5,000 workpeople. The greatest 
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None of the vacancies on this page relates to a 
man between the ages of 18 and SO, inclusive, ora 
woman between the ages of 18 and 40, inclusive, 
unless he, or she, is excepted from the provisions of 
the Control of Engagement Order, 1947, or the 
yacancy is for employment excepted from the 
provisions of that Order. 


= PORT OF LONDON AUTHORITY invite 
pplications from British subjects for (a) Ist Class 
Draughtsman, salary £500-£20-t600 per annum; ‘b) 
tnd Class Draughtsman, salary £430-£20-£470 per 
annum Commencing salary will be according to 
qualifications and experience Candidates for (a) 
should be experienced as Structural and Civil Engi- 
neering Draughtsmen in the design and detailing of 
reinforced concrete and/or steelwork for Dock Con- 
struction such as quays, jetties, lock gates, ware- 
houses, sheds or bridges, and able to make general 
surveys for new works and to take site measurements. 
Candidates for (b) should have similar training 
Application forms are obtainable from the EstTas- 
LISHMENT OFFICER, PORT OF LONDON AUTHORITY, 
Trinity Square, E.C.3 
F. W. NUNNELEY, 
Secretary. 
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OFFICIAL NOTICES 


Crown Agents for the Colonies 


APPLICATIONS from qualified candidates are 
invited for the following posts 
CLERKS, Grade II, required by the East African 
Railways and Harbours Administration for the Trans- 
portation Department, for one tour of 40 to 48 


GAZETTE 


months, with prospects of permanency. Salary 
according to age and experience in the scale £462 by 
£18 to £570 a year. Free quarters and passages 


Superannuation fund. Outfit allowance £30. Candi- 
dates not over 30 years must hold a General Schools 
Certificate and have had good all-round British Rail- 
way training. Commercial and operating experience 
would be an advantage Apply at once by letter 
Stating age, whether married or single, and full par- 
ticulars of qualifications and experience, and men- 
tioning this paper, to the CROWN AGENTS FOR THE 
CoLonies, 4, Millbank, London, S.W.1, quoting 
M/N/21465 (3E) on both letter and envelope 


S ENIOR DRAUGHTSMEN required with Rail- 
way Locomotive or Carriage experience Apply 

by letter giving full details —BRITISH TIMKEN 

LiMiTED, Cheston Road, Aston, Birmingham 
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Crown Agents for the Colonies 


A PPLIC ATIONS from qualified candidates are 
invited for the following post:— 

ERECTOR for Bridge Reconstruction (Capital 
Works) required by Nigerian Railway, Temporary 
Staff, for one tour of 18 to 24 months in the first 
instance Consolidated salary £985 a year. Outfit 
allowance £60 Free first class passages. Candi- 
dates, preferably single, and aged under 40, must 
have had experience on the construction and re- 
girdering of large Railway Bridges, including the 
erection of falsework with piled foundations. Apply 
at once by letter, stating age, whether married or 
single, and full particulars of qualifications and ex- 
perience, and mentioning this paper, to the CROWN 
AGENTS FOR THE COLONIES, 4, Millbank, London 
S.W.1, quoting M/N/24291/3D on both letter and 
envelope. 


S BCTIONED PERSPECTIVE VIEW OF LOCO- 

MOTIVE FRONT END. A notable drawing of 
L.M.S.R. class “* 7P’’ 4-6-2 locomotive of the latest 
type. Reprinted from The Railway Gazette, June 15. 
1945 Price 2s. 6d. Post free 2s. 8d. The Railway 
Gazette, 33, Tothill Street, London, S.W.1 








problem in industry today arose from the 
heavy scale of income tax. Means must 
be found to reduce taxation, because 
otherwise it would become a cancer in the 
life of the nation, and there were already 
unmistakable signs of the disease. . The real 
cause of excessive taxation was inflated 
expenditure by the State. Until the prin- 
ciples of economy which every individual 
and every business undertaking had to 
apply to its own affairs were applied to 


public expenditure, without regard to 
party or political considerations, there 
would be no relief from the burdens 


which were today strangling enterprise and 
initiative. The financial results of the 
company for 1948 were given in Our issue 
of February 11. 


B.T.H. Exhibits at the B.I.F.—Among 
the products exhibited by the British 
Thomson-Houston Co. Ltd. at the Castle 
Bromwich section, B.LF.. will be a 
275,000-volt oil break circuit-breaker, elec- 
tric motors and control gear for machine 
tools, electronic equipment, Mazda lamps. 
and Mazdalux lighting equipment. The 
firm’s gas turbine developments will be 
represented by a model of a 1,200-b.h.p. 
unit driving an electric generator for ship 
propulsion. Other B.T.H. exhibits will 
include fractional h.p. motors, geared- 
motor units of various sizes, small indus 
trial die-cast motors and several types of 
industrial control gear units. Electronic 
equipment shown will range from photo- 
electric relays and electronic timers to 
sound-film projectors and control panels 
for the largest spot- and seam-welding 
machines. 


Co-ordination of Rates and Charges in 
Argentina.—In our issue of March 4 we 
quoted The Review of the River Plate 
on co-ordination of rates and charges in 
Argentina. We now learn from our Ar- 
gentina correspondent that the informa- 
tion given therein was erroneous and that 
the correct information is that only the 
new goods, livestock, and parcels rates 
have been applied as from February 1. 
and the basic passenger rates have been 
left in suspense for an indefinite period. 
All special tariffs have not been elimi- 
nated in favour of “basic rates,” as all 
passenger traffic is governed by special 
tariffs and the basic maxima exist only in 
theory in so far as they will not now be 
applied, at least for some time. As re- 
gards goods, livestock and parcels traffic, 
the greater part is charged according to 


special tariffs. which have increased rather 


than decreased as a result of the reorgani- 
sation. 


Hoffmann Bearings on the New Trains 
for Southend Pier Railway.—The new 
trains for the Pier Railway, Southend-on 
Sea, which were referred to and illustrated 
in our issue of April 22, are equipped 
with bearings supplied by the Hoffmann 
Manufacturing Co. Ltd... Chelmsford. 
Essex. These bearings are fitted to the 
wheels. worm drives, and traction motors 
of the new coaches. 


Fluorescent Lighting at Acton Works. 

In connection with the reorganisation 
of the car-body shop at the London 
Transport Executive Acton works, which 
was described in our March 4 issue. a 
fluorescent lighting installation using 300 
General Electric Co. Ltd. continuous 
trough fittings has been brought into use 
in the fittings area The car-body shop. 
as a whole, is 400 ft. long by 100 ft. wide, 
and in the fittings area there are three 
parallel runs, spaced 9 ft. 3 in. apart, of 
5-ft. fluorescent lamp continuous trough 
fittings, each run being 380 fit. long. 
Shorter continuous runs of fittings are 
provided in adjacent areas, as for instance 
in the drawgear section and the store. 
The fittings are mounted at 13 ft. 4 in. 
above ground level by means of chains 
from pipes fixed on the roof trusses; this 
gives an illumination of 28-29 foot-candles 
on the benches. All the fittings have self- 


contained control gear giving instant start 
operation, and are arranged for London 
Transport’s 334-cycle 3-phase 4-wire sup- 
ply. The lighting installation and power 
supply work has been carried out by the 
Signal Engineer's Department, L.T.E. 


Sixty Years in Railway Signalling.—On 
his retirement this week Mr. E. C. Clark 
completes 60 years’ service with Tver & 
Co. Ltd., the firm of electrical and signal- 
ling engineers, which celebrates its cen 
tenary in 1951. Mr. Clark, who is 72, 
joined the company in 1889; he has 
latterly been in charge of the coil winding 
shop. and all his service has been at the 
firm’s main factory in Ashwin Street, 
Dalston, E.8. His early memories include 
that of working a 54-hour week, starting 
each weekday at 6 a.m.:; and overtime, he 
says, was willingly worked when necessary. 
In the very early days all the skilled 
fitters at Tyers were recruited from the 
clock-making industries. 


American Interest in Travel to Britain. 

An increase of 28 per cent. as com- 
pared with last year in the number of 
enquiries from Americans about travel to 
Great Britain. and a 50 per cent. increase 
over pre-war years in tours to this coun- 
try sold by American travel agents. is 
reported by the New York representatives 
of the Travel Association of the Tourist 


Fluorescent Lighting for Car-Body Shop, Acton Works 





A fluorescent lighting installation using 300 General Electric Co. Ltd. 
continuous trough fittings has been brought into use in the fittings 
area of the car-body shop at London Transport’s Acton works 
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Division of the British Tourist & Holidays 
Board. A recent survey by the Associa 
tion of the leading travel agencies in 
American cities provided further evidence 
of the growing interest in travel to the 
United Kingdom and confirmed reports 
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Railway Stock Market 


Despite the stimulus provided by the 
record jump of over £3,000,000 in Imperial 
Chemical profits industrial shares turned 


Pacifics have receded to slightly under 184, 
Beira .ailway bearer shares eased to 5s. 


Mexican Railway 6 per cent. debentures 


May 





; 1 Re a nae : easier. British Funds were a firm excep- were 864. Nyasaland Railways - I 
pocegeiper se. ~ ag A gps Ppl tion and business in gilt-edged remained cent. debentures were 102 with the ae / 
agreed, also that interest is growing in on a good scale in anticipation of the ary shares at 3s 9d. French railway ster- 
sane during the off-peak months si initial dealings mext week in the ling bonds have been steady with Midi and Rai 
. ’ £200,000,000 of British Gas stock. Terms Orleans at 94, | 
Morgan Crucible Co, Ltd. Exhibits.— of this stock can be expected to govern Road Transport shares were again firm he 
Carbon strips for the pantographs of elec- the general trend in British Funds. If itis with few sellers reported. Lancashire 
tric locomotives and multiple-unit electric @ 3 Per cent. security and longer-dated than Transport strengthened to 91s., Southdown 


trains are among the products to be ex- 
hibited by the Morgan Crucible Co. Ltd. at 
the Birmingham Section of the British In- 
dustries Fair. Other products include Mor- 
ganite carbon brushes for electric motors 
and ‘generators, and carbon sliding cur- 
rent collectors for cranes and_ trolley 
booms. Specimens of Morganite carbon 
pantograph strips as used on the Swiss 
Federal Railways, and on the French, Bel- 
gian, Dutch. Swedish, and Danish rail 


other nationalisation stocks it can be ex- 
pected that the latter will resume their 
upward movement. Transport (1978-88) 
at 102;% was again higher on balance, as, 
also, was Transport (1967-72) at 102, and 
Transport (1968-73) at 102}; 

Revived talk of take-over " developments 
has maintained a good deal of activity in 
Leopoldina stocks, a price of £10,000,000 
again being suggested in the market, 
although there is uncertainty whether this 


were 105s., West Riding 77s. 6d., and Scot- 
tish Motor 105s. 6d. B.E.T. deferred stock 
continued to fluctuate and at £1,820 was 
lower on balance. The market view per- 
sists that there are unlikely to be further 
take-over developments this year in 
respect of leading passenger road irans- 
port companies. 

Iron and steel shares remained very 
steady with United Steel at 29s. 6d., Dor- 
man Long 32s. 9d., Stewarts and Lloyds 














ways, also will be shown. estimate would include the Leopoldina 56s. 74d., and Colvilles 37s. 3d. Babcock 
Terminal Company as well. In any case & Wilcox strengthened to 67s. 6d., await- - 
Scottish Region Ambulance Competi- a take over at this figure would mean that ing the results, and Tube Investments were 
tion—The final stage of the Scottish current market prices of all the Leo- higher at £6;%. Vickers and Caimmell 
Region Ambulance Competition was held poldina stocks are undervalued. Interest Laird have remained firm at 33s. 43d. and 
at the Headquarters of the St. Andrews has centred mainly on the debentures. re- 17s. 3d. respectively on expectations that 
Ambulance Association, Glasgow, on  fiecting caution induced by the knowledge the full reports and annual meetings will 
April 12, when the Railways Shield was that, previously, market estimates of take- provide information as to the position in 
won by Glasgow (Eglinton Street) with over values have frequently proved opti- regard to a bonus. Sooner or late: it is 
262 points. Runners-up were Dunferm- mistic. The 4 per cent. debentures have expected there will be a bonus in the form 
line, 2483 points; and Perth, 2454 points. rallied to 914, with 64 per cent. debentures of a writing up of the nominal value of 
Mr. T. F. Cameron, Chief Regional 120, while the Terminal 5 per cent. deben- tne shares which would restore capitai lost 
Officer, Scottish Region, spoke, and Mrs. tures were also better at 89. Leopoldina by shareholders under past reconstructions. = 
Cameron presented the Shield and prizes. ordinary in contrast has been dull at 93 Locomotive building and _ engineering VoL. 
Others taking part included Mr. T. H. and the preference stock eased to 323. San shares moved slightly lower where changed 
Moffat, Deputy Chief Regional Officer Paulo showed firmness at 154 and Great and sentiment was affected by fears that it — 
and President of the Council of the St. Western of Brazil shares moved up again may be some time before larger remit- 
Andrews Ambulance Association; Mr. R. to 128s. 9d. tances will be permitted from the Argen- 
Marshall, General Secretary of the St. In other directions Manila “A” deben- tine. Vulcan Foundry eased to 23s. and 
Andrews Ambulance Association; Mr. tures eased to 92 and the preference shares North British Locomotive to 20s. 94. Ed 
G. S. Bellamy, Mechanical & Electrical were 8s. 6d Antofagasta ordinary and Beyer Peacock were 22s., Gloucester Sir 
Engineer; Mr. E. D. Trask, Assistant preference have been steady at 84 and 54 Wagon Sls. 103d., Hurst Nelson 75s., Ra 
Motive Power Superintendent; and Mr. R. respectively, though United of Havana Charles Roberts 138s. 9d., and Birming- Ca 
Simpson. Regional Staff Officer. 1906 debentures were down to 124, await- ham Wagon 32s. 6d. Wagon Repairs 5s. [r 
ing further news from Cuba. Canadian shares changed hands around 20s. 6d “ 
See , 
; . . l e 
Forthcoming Mee tings Traffic Table of Overseas and Foreign Railways rt 
April 29 (Fri.).—Institution of Mechanical Traffies for week | |_ Assreeate traffies to date e 
Engineers, Storey’s Gate, St. James's Miles Week 3 Total | 
Park, London, S.W.1, at 6 p.m. Pre- ae open ended — | ge ncaa Br 
sentation of James Watt International this year | With 1947.48 | Z 1948/9 — Sy 
Medal to Dr. Fredrik Ljungstrom of -- -- M 
Sweden, and special lecture by the £ ‘ £ £ Pe 
recipient. Antofagasta... ...| 811 17.4.49 48,630 17,240 15 1,057,600 + 226,800 Fr 
April 30 (Sat.).—British Railways, Southern Bolivar = ws 174 July, 1948 $28,960 — $69,357 30 $471,287 — $301,893 M 
Region, Lecture & Debating Society. es 6.11.48 32,712 + 2,978 18 593,105 — 7,652 Ne 
Visit to Romney, Hythe & Dymchurch § | CostaRica... ..., 281 31.1.49 35,772 — 3.648 | 31 250, + 12,870 he 
Railway Hiren jek (aes | Mapt He lg] emt ae 
May 4 (Wed.).—Oxford University Rail- § | firey. ly "| "794 Feb. 1949 $999,184 — $183,327 $2,088,986 | — $382,179! 
way Society, at Jesus College, at 8.15 @ |baGuaira ... gaat Mar.-1949 $113,758 - a . YAH aa ei T) 
pm. «An Express Driver Looks @ ( itdland Uruguay ) 39 Sept.. 1948 19.608 + 3,123 12 67:355 | + 16,721 illus 
Back,” by Mr. L. A. Earl, formerly of § )Nitrate ... | 382 5.4.49 18,352 + 5,014 | 123,619 + 37,290 Trac 
Se a. | of Urseuer «. Sete es gesiis + €23'797 rr G4, 259.973 t a1493.278 
May 6 (Fri.).—Institute of Traffic Admini- | Paraseay Fen: 1 oes kab. 1949 221585 + 69,198 35 1,604,881 | + 245,602 _— 
stration, Sheffield Centre, at the 8 | salvador 100, 31.12.48 267,000 + 16,000 26 ©776,000 | + 53,400 
Y.M.C.A., Sheffield, at 7.30 p.m. “ The San Paulo... ot asi wi ae ae 90.340 | + 9.930 
Job—Traffic Administration,” by Mr. Unived of avena | 1,301 | 164.49 $461,007 — $128,866 41 $11,420,787 — $3,571,348 
A. Lawes Cole. Uruguay Northern 73 Sept., 1948 1,072 + 52 | 12 3,308 | + iD 
May 6 (Fr:.)—Engineers’ Guild, at the 
Rankine Hall, Institution of Engineers 3 (¢, nagian National... 23,473 Feb..1949 9,225,250 + 721,000 8 18,552,500 + 1,547,750 
& Shipbuilders, 39, Elmbank Crescent, ¢2 Canadian Pacific ...| 17,037 Feb... 1949 6,725,000 + 653.500 8 13,666,750 + 1,363,750 
Glasgow, C.2, at 7 p.m. Discussion: Y 
The Guild as an Association of Pro- BarsiLight® .... 202 Mar., 1949 27,007 + 4,380 52 332,682 + 36,885 
fessional Engineers,” to be followed Beira ws) 204 Jan... 1949 119,237 |+ 2,927 | 18 484,544 | + 15,321 
by inauguration of the Scottish Egyptian Delta .... 607 20.2.49 18,224 — 1,856 47 654,526 | + 103,202 
Branch. Chairman: Mr. W. Linn: 2 — a 536 Feb., 1949 239,784 +r 40.316 46 2,385,740 Ye 579.258 
Speakers, Messrs. R. Chalmers and ¢ )mid. ofW.Australia 277 Feb., 1949 26.956 + 5,101 35 230,008 + 45,625 
1H, W. Turner. id |. SES aro es ee a 
May 7 (Sat.)—Electric Railway “Society. | South Arica at Sheer 509,705 + 51,45It | 5097705 + 51,451t 
Visit to Durnsford Road Power Sta- Victoria... «4,774 Dec., 1948 1,493,106 + 33,958 | 26 _ - 7 
tion, Wimbledon Park, London, - 
S.W.19. *Receipts are calculated @ Is. 6d. to the rupee. +2 days only. 3 








